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IMPROVED CAR SPRING. 





The combination for relieving the jar and concussion 
of rolling stock, shown in the accompanying diagrams 
was lately patented by Cyrenus Wheeler, Jr., of Auburn, 
New York. There is nothing essentially new in either of 
the forms of car springs which are here made use of. 
Both have been tried in various waysand are found to 
work satisfactorily, and hence it was thought that an 
effective and economic combination would secure addi- 
tional advantages and overcome some of the difficulties 
in working each separately. 

A hollow metallic cylinder is connected with a broad 
plate which is bolted to the under side of the 
car. A piston or follower, of a little less exter- 
nal diameter than the interior diameter of the 
cylinder, also has a flange with holes in each 
corner for fastening it to its bed or support. 
A guide spindle, as shown in the sectional 
view of the spring, is attached to the piston 
and, being a little longer than the cylinder, 
may slide freely in the hole in the center of 
the upper flange. 

A rubber cylinder, of the same diameter as 
the piston and a little shorter than the metallic 
cylinder, forms the head of the piston. The 
rubber cylinder also contains a spiral steel 
spring which serves the double purpose of re- 
sisting vertical compression and also, when the 
rubber is compressed and consequently tends 
to expand inwardly, forms a support for the 
inner walls which stiffens the spring and tends 
to restore the rubber when compressed be- 
yond the point of elastic resistance. By this 
arrangement a light compact spring of great 
power andany required degree of elasticity 
may be obtained. 

License for the use of the invention, or the manufac- 
tured article, may be obtained of Wm; Allen, Auburn, 
New York. 








VETO OF THE GREAT PENNSYLVANIA RAIL- 
ROAD SCHEME. 





We copy from the Philadelphia Public Ledger the fol- 
lowing summary of, and extracts from the message of 
Governor Geary’s veto of the bill providing aid to cer- 
tain proposed railroads, whose routes and objects are dis- 
cussed in our editorial columns: 


Governor Geary yesterday sent to the Legislature a 
message vetoing “ An act to facilitate and sécure the con- 
struction of an additional railway connection between the 
waters of the Susquehanna and the great lakes, Canada and 
the Northwestern States, by extending the aid and credit of 
certain corporations to the Jersey Shore, Pine Creek & 
Buffalo Railway Company, and in like manner to aid the 
construction of the Pittsburgh, Virginia & Charleston 
Railway, the Clearfield & Buffalo Railway, and the Erie 
& Allegheny Railway.” 

The bill was returned without the Governor’s approv- 
al, because it violates the Constitution, and because it is 
against sound policy. The sections of the Constitution 
which he holds to be violated, are the 25th section of Ar- 
ticle I.; the 8th section of Article XI., which forbids 
“‘log-rolling legislation ;” and the 4th, 5th and 6th sec- 
tions of Article XI., relating to the Sinking Fund, the 


inviolability of the moneys therein, the disposal of the | 


proceeds of the sale of the public works, the prohibiting 
the loan of the credit of the Commonwealth to corpora- 
tions, and forbidding the State to assume the debt of any 
corporation. The reasoning of the Governor on these 
constitutional points is very able, and sufficient to justify 
his action. Hethen presents the following reasons for 
the veto on the ground of expediency, apart from the 
legal objections: 

“It is possible, however, that different views may be 
entertained as to the legal question inyolved. I have, 
therefore, deemed it proper to submit the following prop- 








ositions as conclusively establishing the inexpediency of 
this scheme : 

“ First. By the terms of the act the State is to ex- 
change six millions of bonds ($6,000,000) secured by a 
mortgage upon a road worth many times that amount— 
for six millions ($6,000,000) of bonds to be issued by a 
company as yetunorganized and whose road is not yet 
commenced.” 

“ Second. The contract of guarantee required by the 
bill is illusory, for it is uncertain who is to execute it, 
and if entered into by responsible parties it binds them 
to nothing except the construction and equipment of the 


! contemplated road. The manner in which the road is 





























Improved Combination Car Spring. 


to be constructed and equipped is wholly unprovided for, 
Upon this vital point the bill is entirely and ominously 
silent.” 

“ Third. The interest upon the six millions ($6,000,000) 
bonds to be surrendered is payable, according to a recent 
decision of the Supreme Court of the United States, in 
gold. The interest on the bonds to be received would 
be payable in currency. 

“ Fourth. The State is now receiving upon the bonds 
to be surrendered four hundred and sixty thousand dol- 
lars ($460,000) per annum; and under existing laws is en- 
titled to receive that amount annually until the whole be 
paid. If the contract of guarantee mentioned in the bill 
were performed to the letter, the State could only receive 
three hundred thousand dollars ($300,000) per annum for 
the next three years. The loss, therefore, to the revenue 
by this exchange would be one hundred and sixty thou- 
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Improved Car Spring—Section. 


sand dollars ($160,000) annually for the first three years, 
and thereafter the whole amount would be lost unless 
paid by the projected road.” 

“ Fifth. Other bonds to the amount of three millions 
and a half dollars ($3,500,000), most. amply secured, are 
to be exchanged for second mortgage bonds on a pros- 
pective railroad, the first mortgage being already author- 
ized for sixteen thousand dollars ($16,000) per mile, at 
seven per cent. interest.” 

“ Siath. It may well be doubted whether the proposed 








road from Jersey Shore would be a success. Almost 
every new road through such undeveloped regions has 
experienced a period of insolvency. The connection of 
the State with similar enterprises presents a sad history 
of disappointment and failure, of which the Philadelphia 
& Erie Road is a conspicuous illustration. The com- 
peting roads already in existence render the proposed 
security entirely hazardous, if not worthless,” 

“ Seventh. As already stated in my last annual message, 
a large. amount of the debt of the Commonwealth will 
shortly fall due. During the next three years over nine 
millions of dollars ($9,000,000) will mature. Should the 
securities now in the sinking fund be exchanged for un. 
available bonds, the State could not meet her 
just obligations. This would lead to renewals, 
and these would in time impair our credit. The 
people have declared and have the right to ex- 
pect that the debt shall be paid off as provid- 
ed in the Constitution, and their taxes re- 
duced.” 

“ Highth. This bill proposes to remit the 
State to the pursuit of a policy of public im- 
provements by which in years past she identti- 
fied herself with enterprises of doubtful ex- 
pediency, and which her citizens have with 
great unanimity condemned.” 








New St. Louis Railroads. 


The road by Vandalia to Terre Haute will 
be finished May 1. The Indianapolis & Terre 
Haute road will be finished July 1, and we 
shall then have two distinct routes to Indian- 
apolis. The Rockford, Rock Island & St. Louis 
road is being pushed forward rapidly and zeal- 
ously. The Illinois Central, now running 
through trains from Cairo to this city, is re- 
ported to have made arrangements for close 
connections and through rates with the Mobile & 
Ohio. A well-managed through line from 8t. Louis to 
Mobile, under one direction, would put St. Louis 200 
miles nearer tide-water than any route to New York. 
Mr, Allen is making preparations to connect with other 
Southern roads via Belmont, and to push his route 
Southward to Memphis. The South Pacific people 
will soon land us at Springfield, and begin at that 
point to bid for the vast trade now diverted by way of 
Fort Scott. The Laclede & Fort Scott or Springfield & 
Fort Scott route ought to be pushed at once with all en- 
ergy ; no other road is more necessary to St. Louis. The 
Missouri Pacific has fallen into the hands of a new party, 
who not only mean to make great improvements in its 
management, but scem in a fair way to effect most ad- 
vantageous connections westward. The Kansas Pacific, 
pushed by St. Louis capital and energy, will be open to 
Denver by August 1, and at the same time to Cheyenne 
from Denver. We do not hear very recently from the 
St. Joseph & St. Louis, or the Chillicothe & Omaha, 
but suppose they are moving forward. And the bridge 
over the Mississippi, crowning triumph and greatest ne- 
cessity of all, now has struck the rock with the two 
main piers, and has sold all its bonds, so that its speedy 
completion is assured.—Missourt Democrat, April 11. 











A BILL recently passed the Pennsylvania Legislature 
which ostensibly provides “ for the enlargement of the 
Beaver & Erie Canal,” but a section was appended which 
is, in effect, a charter for a railroad from Pittsburgh to 
Erie, authorizing the corporators to use any part or all 
of the canal in the construction of the railroad. 





Tue Marictta Iron Works have ordered the necessary 
rolls for the manufacture of rails for the Marietta & 
Pittsburgh Railroad. These will be of a heavy T pat- 
tern. The work will be commenced as soon as possible. 


TnE Union’ Pacific Railroad Company, during the 
month of March, sold 13,242 acres of land between Oma- 
ha and Kearney. The total sales since the lands were 
first offered, July 28, 1869, amount to 149,628 acres. 
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Editorial Announcements. 





Correspondence.— We cordially invite the co-operation of the 
Railroad Public in affording us the material for a thorough 
and worthy Railroad paper. Railroad news, annual reports, 
notices of appointments, resignations, etc., and information 
concerning improvements will be gratefully received. We make 
it our business to inform the public concerning the progress of 
new lines, and are always glad to receive news of them. 

Articles.—We desire articles relating to railroads, and, if 
acceptable, will pay liberally for them. Articles concerning 
railroad management, engineering, rolling stock and machinery, 
by men practically acquainted with these subjects, are especially 
desired. 

Inventions.— Those who wish to make their inventions known to 
railroad men can have them fully described in the RAILROAD 
Gazerts, if not previously published, FREE OF CHARGE. 
They are invited to send us drawings or models and specifica- 
tions. When engravings are necessary the inventor is expected 
to furnish his own engravings or to pay for them. 

[arr Our Prospectus and Business Notices will be found 
on the last page. 


PROPOSED PENNSYLVANIA RAILROADS. 


The Legislature of Pennsylvania has had much to do 
with providing, or at least organizing, the routes of trans- 
portation in that State. The Pennsylvania Railroad was 
originally a State work, and very many of the other 
lines of the State, if not designed by the Government, 
eventually were assisted by it. The aim has been not 
only to provide facilities for transportation to the State, 
but also to aid in building up great cities within its bord- 
ers. Whatever schemes were intended to bring business 
to Philadelphia, Pittsburgh, or Erie, were pretty sure to 
gain legislative attention and favor, and very likely to 
receive legislative aid. Lines to one side of these cities 
and carrying the products of Pennsylvania to New York 
or Buffalo as distributing centers were not looked on 
with favor. These and all other places might bring as 
directly as they pleased such Pennsylvania producis as 
they needed for their own consumption; but it was in- 
tended to make Philadelphia serve as the distributing 
market of coal and iron to the East; Erie to the country 
around and beyond the Great Lakes; and Pittsburgh to 
the valleys of the Ohio and the Lower Mississippi. 

Hlow successful this policy of the Legislature has been, 
it is not easy to say; for just how much Philadelphia 
and Pittsburgh owe to their natural advantages, and 
how much to the persistent efforts of the State to com- 
pel business to go to them, cannot he accurately deter- 
mined, We know, however, that New York has not 
suffered from the discriminations in favor of Philadel- 
phia enough to complain of them; Pittsburgh has no 
rival, and could not easily have one; and Erie, the off- 
spring of State favor, is no very great credit to its parentage 
so long as Buffalo and Cleveland are examples of a more 
natural origin, The wisest policy, it seems to us, is to 
provide facilities for the movement of traffic to just those 
points which it most naturally seeks. However, a Legis- 
lature cannot be expected to look further than its own 
State houndaries, and it is not often that a system de- 
signed so especially for a single State can be made in 
nuiny of its parts to serve so admirably the Nation, In 
any but the “Keystone” State it would be impossible. 
[tis possible in it only because it is the Keystone. 

It is partly in pursuance of this policy that the Penn- 














sylvania Legislature lately passed a bill granting sub- 
stantial aid to secure the construction of four new rail- 
roads. 

The first of these is called the Jersey Shore, Pine 
Creek & Buffalo Railroad. Its initial point is to be at 
Jersey Shore, a station on the Philadelphia & Erie Rail- 
road 215 miles from Philadelphia and 1038 miles north of 
Harzisburg. It will extend thence northwestward up Pive 
Creek and down the upper Allegheny to Olean, 19 miles 
east of Salamanca on the Erie Railway, and thence north 
by west through Aurora to Buffalo. The northern end 
of this line is known asthe Buffalo & Washington Rail- 
road and is in operation from Bufialo to Aurora, seven- 
teen miles. 

This is intended especially as an outlet for Pennsyl- 
vania anthracite to Western New York and Lake Erie. 
It would compete with the various lines which now take 
ibis product to the New York Central and the Erie 
roads, which now have a monopoly of the business. It 
wight also diminish the importance of the Philadelphia 
& Eiie road—that part west of the junction—as it would 
ofier a much shorter route to the lake, and carry toa 
port where vessels may always be had anxious for car- 
goes at che1p rates to Western lake ports. It would, 
too, form a new route from Buffalo to New York and 
Philadelphia, one which would be able to get a good 
share of the pusiness to and from the lake vessels, evea 
if the railroads from Buffalo westward shovld show it 
no favor. Not the least of its uses would be as a route 
for the grain which a railroad in Minnesota controlled by 
managers of the Penasylvaaia Company will soon bring 
to Lake Superior, and which must be carried thence by 
vessels to some lower lake port. 

To aid in the construction of thisline the Pennsylvania 
Legislature direcied the appropriation of $6,000,000 of 
the Pennsylvania Railroad bonds owned by the State, 
to ve exchanged for an equal amount of the new road’s 
bonds. 

This more than any other project seems a departure 
from the ordinaiy policy of the State, as it would favor 
Buffalo instead of, and perhaps to the detriment of, Erie; 
but it has probably become evident by this. time that a 
large territory wi'l go to Bufialo for Pennsylvania 
products, and they will be brought thither on New 
York roads if Pennsylvania has none which reach that 
place. 

Complementary to the road just described is the sec- 
ond provided for by the bill, viz.: The Clearfield & Buf- 
falo Railroad, which was to have $1,400,000 on similar 
terms. It would exteud northward from the bituminous 
coal fields in Clearfleid County, Pa., to a junction with 
the first-named road at Olean, crossing the Philadelphia 
& Erie road at or near Ridgeway, 118 miles beyond Jer- 
sey Shore, and passing through magnificent fields of bi- 
tuminous coal and iron ore. It would feed the Philadel- 
phia & Erie as well as the Bufialo line. 

The Erie & Allegheny Railroad, provided for in the 
same bill, is intended to provide a broad-gauge connec- 
tion between the Atlantic & Great Western and Erie, in 
order that the coal on this road may reach the lake at 
that point. It must now take a long and circuitous route 
and reach the lake either at Cleveland or Dunkirk. The 
connection proposed is either a line about thirty miles 
long, from some point on the Atlantic & Great Western 
west of Corry northward to Erie, or a third rail on 
the Philadelphia & Erie, from Corry (the junction of the 
Atlantic & Great Western) to Erie. Perhaps this was 
intended to reconcile Erie with the Buffalo road. It was 
voted $500,000. 

The fourth of these proposed railroads is the Pitis- 
burgh, Virginia & Charleston, which is to enable Phila- 
delphia and the Pennsylyania Railroed to penetrate a 
region hitherto hardly vouched except by the Baltimore 
& Ohio Railroad, and most of it not by that. This road 
is to extend from Pitisburgh southward up the valley of 
the Monongahcla through New Geneva, near the Vir- 
ginia line, and into West Virginia to Charlesion, its new 
capital. The line of this road is over some of the best 
and most extensive coal beds in the world. If continued 
southward it will reach mineral fields in West Virginia 
which are perhaps superior to those of Western Penn- 
sylvania, and the day will come when this western slope 
of the Alleghenies will furnish an immense traffic to 
half a dozen railroads. 

All these proposed roads would form a.part of the sys- 
tem of the Pennsylvania Railroad Company as well as of 
the State of Pernsylvania. They would give it advan- 
tages for the transportation of coal northward and west- 
ward which no other line possesses. This company en- 
dorsed their claims before the Legislature, and it has 
been quite generally affirmed that the bill originated with | 
the Pennsylvania Railroad Company. There are, how- 
ever, reasons for belicving that this company was not the | 
father of these{projects, but only adopted them. It isthe 
policy of this company, as of other wise anes, to prevent 


} 





as far as possible the establishment of routes which will 


take from it business which its lines ean do. So whem 
communities or localities demand new roads which 
might under the control of hostile parties prove injuri-- 
ous rivals, the company finds it advantageous to take un- 

der its protection and secure ip its control lines whieh it 

would not of itself choose to construct, at least: not so» 
soon, If a railroad is sure to be built, the policy of an 

older line whose business it may affect is to adopt it even: 
if it dislikes it, to make it an ally instead of an enemy;.. 
else it may fll into an enemy’s hands and become sm 
formidable rival. 

It is probable, then, that the Pennsylvania Company 
does not feel particularly aggrieved by the veto of the 
bill providing for these railroads. It could not afford that 
they should be built as feeders of another line; it can 
well afford that they should not be built at the present 
time at all. They will doubtless at sometime form a 
part of its magnificent system of lines: It will be the 
country on their routes and the cities they will serve 
which will be the sufferers rather than the Penasylvania 
Railroad Company if their construction is delayed: untit 
it can be effected without State aid. 








Municipal Aid to Railroads. 





There has been astruggle in the Illinois Constitutionall 
Conveation concerning the granting of authority to mu- 
nicipalities—counties, c'ties, towns, or townships—to» 
subscribe to the stock of railroads or other corporations,. 
or to aid them by donations, or loans of credit, The 
question is really a very difficult one; though there 
can be no doubt that the Jaw of last year has.encouraged 
the building—at least the beginning—of many lines 
which are likely to be unprofitable alike to their owners 
and to the country. Two railroads are not sw good as; 
one, so long as the one can do all the business ; and roads: 
whose routes are deterinined by the amount of aid voted! 
by different towns are almost sure to be unwisely located.. 
The railroads of the State, under the operation of such 
a law, form nosystem and cannot be operated together 
with economy. 

Still it seems only just that property benefited by an: 
improvement should aid in paying for it. There are 
towns where real estate is doubled in value 
by the construction of railroads through them. 
In a perfected society perhaps justice would be secured 
by building the necessary railroads, assessing their cost 
upon the country they serve, and then making: them a 
part of the realty, so that when a man should buy am 
acre of land he would at the same time buy a certain im 
terest in the railroad which made ttt land accessible:. 
But outside of Utopia this cannot be done. If capitalists 
build the road entirely with their own money, they en- 
rich hundreds of landowners who spend not a cent for 
improvements. The capitalists, in fact, improve their 
land for them. If the stock is subscribed by individual 
property holders along the route, then the stockholders 
pay for the improvement of their own property, it is 
true, but the landowners who refuse to subscribe: are 
benefited equally with those who have paid for the im 
provement. 

The objections raised in the Constitutional Conven- 
tion haye reference, however, to the principle of taking: 
the property of the minority by a vote of the majority. 
for what cannot in strictness be called a public use.. 
There has beea a strong contest on the subject, members: 
from the districts where there are few railroads favoring: 
the granting of authority to vote aid, and members from 
the districis which are fairly provided with railroads: 
being almost unanimously opposed to it. 

The clause finally adopted this week reads as follows: 


ARTICLE—, Section—. No county, city, town, township, 
or other municipality shall ever become a subscriber to the 
capital stock of aay railroad or private corporacion or make 
any donation to, or loan its credit in aid of any such corpora- 
tion ; provided, however, that the adoption of this article shall 
rot be construed as affecting the right of any such 
municipality to make such subscriptions when the same have 
been authorized under the existing laws by a vote of the peo- 
ple of such municipalities prior to such adoption. This sec- 
tion shall be submitted to the legal voters of the State in the: 
manner following, to-wit.: Separace ballots shall be provided! 
at each place of voting, entitled, ‘‘ For Section,” and “ Against 
Seciion;” a1 d@ if it shall appear that a majority of the votes: 
cast are for ihe section, then the said section sha'l be a part. 
of the constitution of this State; but if a majority of the: 
votes cast are against‘the section, then the said section shalk 
be void and of no effect. 


The adoption of this section will hardly check the 
building of railroads or the aiding of them by munici- 
palities. It will be some months yet before the new con- 
stitution can be adopted; already subscriptions enough 
have been made to keep contractors in business—and 
taxpayers in trouble—for some time to come; and if 
there is a prospect of the adoption of this section, all the 
municipalities which are anxious to give money to rail- 
roads will have an abundance of time to vote the sub- 
scription, which will be valid thereafter, whether the 
clause be adopted or not. 








—In the Senate, on last Thursday, a bill was passed 
authorizing the city of Buffalo to construct a tunnel un- 
der Niagara river, 
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The Northwestern Directory. 


For months past there have been various startling ru- 
mors concerning the acis and intentions of the managers 
of the Chicago & Northwestern Railway. It is known 
that a large minority of the directors are also directors of 
the Milwaukee & St. Paul Company. The two com- 
panies have the same President. It has been taken for 
granted that these Milwaukee & St. Paul directors de- 
sire to secure entire conirol of the Northwestern and 
make it subordinate to the Milwaukee road. The recent 
biil passed by the Wisconsin Legislaiure confirmed this 
impression. It §was undersiood that the Milwaukee 
parvy had secured a bare majority of the present direc- 
tors and was teking stens to secure the control indefi- 
nitely. But, if reports may be trustod, the pariies in 
the direciory were: preity evenly balanced, and some 
members were not positively committed to either, so 
that it was and is unceiiain which has the greatest 
strength or whether what is weakest now will not be 
strongest before the eleciion next June, It might seem 
that the application of the directors to the Wis- 
consin Legislature for a law enabling them to 
contirue the Milwaukee party in power is conclusive on 
the subject. But we now hear that no advantage will be 
taken of the law—a Jaw such as never ought to pass any 
legislative body—whether by reason of a charge in opin- 
ion or a disirust of the constitutionality of the law, we 
cannot say. 

In New York, the recent announcement of a new issue 
of shares of the Milwaukee & St. Paul Company, for the 
purpose of effecting the absorption of the Wesiern 
Union Railroad and eleven miles of new road in Mi~ne- 
sota south of Austin, seems to have encouraged the opin- 
ion that a grard corsolidaiion of the Milwau- 
kee and the Northwestern is impending. The New 
York World, of the 12th, commenting on the announce- 
ment, says: 

“The consolidation with the above roads, it is stated on 
good authoricy, is simply the stepping-stone to one 
grand corsolidation of the Milwaukee & St. Paul 
with the Chicago & Northwestern Railway Company. 
The President of the Milwaukee & St. Paul Company is 
also President of the Chicago & Northwestern Compa- 
ny. This arravgement of the two roads wader one Presi- 
dent was effected after muci labor, with the view of cor- 
solidating both lines into one, so as to prevent ruinous 
competition and to make both properties more availab!e 
for large capitalisis toinvest in. The extra dividends of 
cash and stock in the St. Paul shares have been made, in 
preparation for an exchange of the St. Paul shares, com- 
mon and preferred, with those of the Northwestern Comr- 
pany on equal terms, dollar for dollar.” 

The prevailing impression among well-informed pev- 
ple here is quite the reverse. The report is common 
that at a meeting of the directors in New York, some 
days ago, the Milwaukee party was found to be in a mi- 
nority ; and it is now said that, instead of a closer union 
hereafter, the compaaies will become more distinct and 
independent of each other than they have been since the 
election of Mr. Keep,—indeed, that they are likely to be- 
come competitors, much as they were under Ogden’s 
administration. ; 

What basis there is for these reports it is not easy to 
say. They are current rumors, and we give them for 
what they are worth. Even if they are true, he would 
be a bold man who would guarantee that they will re- 
main true. If all reports may be believed, the North- 
western Directory is one of those bodies which the negro 
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called “ mighty onsartin’. 





Rumors of War. 


We are sorry to learn that the Chicago and New York 
trunk lines are likely to quarrel agaia. The existing ar- 
rangements have worked well so far as earnings are con- 
cerned ; but the different lines charge each other with 
unfair conduct in their regulations, all are dissatisfied, 
and it is quite probable that thcse difficulties will result 
in an open rupture, accompanied by one of those sea- 
sons of competition peculiar to railroad companies, 
which might appropriately be called “bleeding matches,” 
the object being to see which can bleed the longest and 
still remain alive. The strife having lasted a few weeks 
or months, all parties withdraw exhausted. 

The Pennsylvania Company has complained because 
the Lake Shore & Michigan Southern refuses to ticket 
passengers from their liné over the Philadelphia & Erie 
road. At its suggestion, probably, the Pennsylvania 
Legislature directed the Attorney General to prosecute 
the company for alleged violation of its charter (for 
that part of the road in Pennsylvania) in not granting 
to the Philadelphia & Erie facilities equal 
to those given to other roads. It is charged, on 
the other hand, that the Lake Shore Company 
was the active spirit of a movement in the Ohio Legis- 
lature which has resulted in the introduction of a resolu- 
tion which declares that the Pittsburgh, Fort Wayne & 
Chicago Company has no existence under the laws of 
Ohio and operates the line in that State without author- 





ity of law, and directing the Attorney General to insti- 
tute proceedings, in the nature of a guo warranio, against 
the company. 

At the usual spring meeting of representatives of the 
trunk lines to agree upon a time schedule for the spring 
and summer, the Pennsylvania line was not represented. 
We understand that the arrangements there made were 
altogether conditional. The change ir time will proba- 
bly be made the last Sunday of April or the first of May ; 
but whether the time of running remains as at present 
or the fast time of last fallis adopted depends on cir- 
cumstances. It is quite possible that there may be a re- 
duction of rates as well as an increase of speed; that. is, 
that the roads will decrease their receipts, while they at 
the same time increase largely their expenditures. 

Since all parties, the public included, are likely to sufier 
from such a war, we may, without invidiousness, hope 
that the difficuliies will be amicably adjusted. 

“ Let us have peace.” 





The Freight Agents’ Association. 





The regular annual convention of this association com- 
menced its session in Cleveland last Wednesday. About 
thirty roads were represented. Almost the first business 
ofthe session was the election of officers for the ensuing 
yecr. The following gentlemen were chosen: Presi- 
dent, C. W. Smith, of the Pittsburgh, Cincinnati & St. 
Louis Railway; Vice President, E. R. Wadsworth, Chi- 
cago, Burlington & Quincy Railroad ; Secretary, R. W. 
Hibbard, Terre Haute & Indianapolis, and St. Louis, Van- 
dalia & Terre Haute; Executive Committee, Thomas 
Hoops, Michigan Central; Lucian Hills, Cleveland, 
Columbus, Cincinnati & Indianapolis; L. Deyenny, Cin- 
cinnati, Hamilton & Dayion; M. H. Smith, Louisville & 
Nashville; G. C. Buxton, Cleveland, Sandusky & Cin- 
cinnati. 

The following rates were fixed for the transportation 
of live stock to Buffalo and Pittsburgh: 





Chicago to BuffalO........ 00... ccccccccccccccices 40 cents per cwt. 
Indianapolis to Baffalo.........csesececsceeceeees 87% cents per cwt. 
Circinnati to Bufalo..........eccceeceeeseceeeeees 35 cents per cwt 
Louisville to Buffalo........ --»-40 cents per cwt 
Chicago to Pi.isburgh....... ---40 cents per cwt 
Indianapolis to Pitisbo~gh.. -.+-382% cents per cwt 
Cincinpati to Pittsburgh............cccecseeceeess 30 cents per cwt. 
Louisville to Pittaburgh.............ceesceeeeees 87% cents per cwt. 


A committee was appointed with instructions to make 
a general classification of retes and notify the President 
when they have completed the work, in order that he 
may call a joint meeting of the association and represen- 
tatives of the trunk lines at New York, to consider and 
determine vpon such classification. 

It was decided to hold the regular semi-annual meet- 
ing in Chicago, on the second Wednesday of October. 





Tamarack Sleepers. 


At the regular monthly mceting of the Engineers’ Club 
of the Northwest, this week, Mr. Charles Paine, Chief 
Engineer of the Michigan Southern & Lake Shore Rail- 
way, presented the following statistics on the duration 
and cost of railroad ties of different woods, on the Cham- 
plain & St. Lawrence Railway, furnished him by Mr. 
Dodsworth, Chief Engineer of the road: 





Tamarack, average duration...........++- ocevcccece 7 years 
Black Ash, average duratioi...........seeecceccees 6 years 
Hemlock, average duration..........seccccesceccees 5 yeais 
Tamazack, longest duration..........sseeessseseees 12 years, 
Black Ach, longest duraiion.......... 9000, onscrsess 10 years. 
Hemlock, longest és wrhedsoeegs soediehnks 8 years 
TOMRATECK, TORTAVO COGS. cvcccccedccccccccccccsceee 20 cents. 
TRG AMM, TERBEVO COGG. ccccccccccccccccccccescsoes 16 cenia. 
Hemlock, relative cost... ccccccccccccccccscccccecs 14 cenis. 
Tamarack, average yearly cost............++ 2 857-1000 cents, 
Plack Ash, average yearly yield............ 2 666-1000 cenis. 
Hemlock, average yearly COst............00 2 800-1009 cents. 


From this it will be seen, that while tamarack ties 
have proved more durable, they have likewise been 
found more expensive than ash. The experience on 
Western roads has been quite different from this; ties of 
what is called tamarack, or hackmatack, lasting a much 
shorter time before they have failed altogether. 

Various theories have been advanced to account for 
this difference, es the difference in the character of the 
soil, climate, &c., but the true cause is, we think, one 
which is well known to most woodsmen, that there are 
two distinct species of tamarack, and the qualities of its 
wood vary considerably. The Lariz Americana is the 
variety commonly found in New England, and its wood 
is tougher and less liable to decay than the Larix Micro- 
carpa, Which is distinguished by Michaux as having a 
smaller fruit and more drooping branches. 


Accurate and Uniform Time. 


We are glad to learn that the Common Council has 
decided to have the city time regulated by the Dearborn 
Observatory. This will at once make city time standard 
time. The court house clock will be connected with the 
observatory and thus perfect uniformity will be secured. 
Some months ago several railroad superintendents united 
in a petition to the Council for this arrangement. It was 
then proposed to continue the electrical connection to 





the several depots, so that one absolute standard of time 
would be recognized on all the roads, though not all run 
by chat time. Doubtless every watchmaker will take 
pains to keep his regulator with this standard time, and 
so we may expect to have something like uniformity 
where now all is diversity. If we cannot yet have one 
time for the continent or the country, let usat least have 
one time, for the city. 








ELECTIONS AND APPOINTMENTS, 


—D. T. Reason, late Assistant Superintendent of the 
Atlantic & Pacific Telegraph at Dayton, Ohio, has ac- 
cepted an appoiniment as Train Dispaicher of the Pitis- 
burgh, Cincinnati & St. Louis Railway at Logansport, Ind. 

—The following were elected officers of the Southern 
Minnesota Railroad Company on the 5th inst.: Presi- 
dent, T, B. Stoddard, La Crosse; Vice President, Luke 
Miller, Lanesboro; General Manager, C. W. Thompson, 
La Crosse; Secretary, G. C. Wykoff, La Crosse; Treas- 
urer, L. Mytrs, Jr. Wall street, New York. 

—At a meeting of the stockholders of the Toledo, 
Peoria & Warsaw Railway held at the office of the com- 
pany in the city of Peoria on the 15th of March last, the 
following persons were elected directors for the ensuing 
year: 

Zeno Secor, Jas. F. Secor, Chas. A. Secor, Jas. W. 
Smith, New York; John B. Brown, Portland, Maine; 
Edward Weston, New York; Gustavus Ricker, Cincin- 
nati; W. H. Conger, Peoria, Ill.; Henry Hill, Warsaw, 
Ml. 

Ata subsequent meeting of the Directors tlie follow- 
ing officers were elected: Zeno Secor, President; Wm, 
H. Conger, Vice Presikent; Theodore Higbie, Secretary 
and Treasurer. 

—Edward Wilder has been appointed, Land Commission- 
er of the Hannibal & St. Joseph Railroad Company, and 
all communications on the business of the Land Depart- 
ment should be addressed to him at Hannibal, Mo. 


—At the annual meeting of the stockholders of the 
Kansas Pacific Railway at Lawrence, Kansas, April 4th, 
the following were elected directors for the ensuing year : 
John D. Perry, Adolphus Meier, C. 8. Greeley, W. M. 
McPherson, 8. M. Edgell, W. J. Palmer, Robert E. Carr, 
of St. Louis; Thomas L. Price, of Jefferson City, Mo.; 
H. J. Jewett, of Columbus, O.; Thomas A. Scott, of 
Philadelphia; and John McManus, of Reading, Pa. 
These gentlemen comprised the board last year, with the 
exception of Robert E, Carr, who fills the vacancy made 
by the resignation of Wm. H. Clement. The following 
are the officers chosen: President, John D. Perry, Vice 
President, Adolphus Meier; Treasurer, C. 8. Greeley; 
Secretary, C. B. Lamborn; General Superintendent, A, 
Anderson; Land Commissioner, John P. Devereux; So- 
licitor, John P. Usher. 

—John A. Kennedy, long Superintendent of the New 
York Metropolitan Police, has accepted a position as 
President of a New York City Railroad at a salary of 
$7,500 per year. 

—Henry Osgood, formerly a conductor on the Illinois 
Central Railroad, has been appointeda conductor on the 
Great Western of Canada. Also a Detroit man, formerly 
a conductor’on the Detroit & Milwaukee road has re- 
ceived a similar appointment. These appointments are 
not relished very well by some of the Canadians. 











—The experimental brig Novelty, constructed simply 
as an iron tank, to hold molasses in bulk, arrived in Bos- 
ton, from Matanzas, on the 29th ult., discharged her 
cargo of 83,000 gallons by means of pumps and hose di- 
rectly into the reservoir of a refinery, was refilled with 
Cochituate water, shipped a new crew, got ready for 
sea, and actually departed within twenty-seven hours 
from the time of her arrival. This plan is a decided 
success, 








—The Empire Transportation Company has rebuilt 
the wharf at Pier 88, New York, and over its entire area 
built a fine freight depot of framework covered with cor- 
rugated iron. The building covers more than two acres, 
The cars of the Empire Line are transferred to this depot 
from the Jersey shore on barges. The new building and 
the wharf improvements cost nearly $400,000. 








The Home Insurance Company of Chicago. 

We give elsewhere the advertisement of this company, 
containing the annual statement for the year 1869. This 
statement is a most favorable one, and shows that the com- 
pany is sound beyond question. The Diregtors and officers 
embrace some of our best known citizens, and their reputa- 
tion alone is sufficient to inspire confidence in the company. 








—The new freight depot of the Detroit & Milwaukee 
Railroad at Grand Haven is nearly completed. It is 
built of iron and is 425 feet long by 50 feet wide, with a 
dock 200 feet wide on the lower side. 
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Helections. 


FORM OF CAR AXLES. 


On this subject a correspondent writes to the American 
Railway Times as follows: 

It has been remarked, and not without some truth, that 
we never know the quality and strength of an axle until 
it has been broken, and then we know it to be good for 
nothing. Certain it is that no part of a car requires bet- 
ter material, and more thorough and frequent examina- 
tion, than its axles, for car-axles, like many other articles 
wrought in iron and steel, do not possess that uniformity 
of strength which might be desired. 

In pm cts the axle, we find that its form and propor- 
tions have much to do with its strength. The axle when 
at work is subject to vibration and torsion, which it is 
impossible to prevent. It is therefore proper that the 
axle should be of such shape as to cause this action to 
take place at such points as will be of the least detriment 
to the material. This is accomplished by making the 
axle large in the wheel-fit, and smaller at the centre; 
with a curved taper from the wheel to the centre; when 
no provision of this kind is made, the axle is apt to break 
close to the inside of the wheel, which is the worst possi- 
ble place, for it has no support from the axle-guard, and 
allows the wheel on the short piece of the axle to swing 
round and jump from the rail. 

Great care should be taken to avoid all sharp corners 
and sudden changes of shape and size; there should be 
no square corner next to the inside of the wheel, as is 
often the case, but the surplus metal should be turned off 
with an easy taper. The shoulder at the inside end of 
the journal should be turned up to a full quarter turn. 
It has been the practice, in some cases, to turn a groove 
between the journal and wheel for a leather collar to 
run in; this cannot be too severely condemned, as more 
than one serious accident has occurred from this cause, 
resulting in the loss of life and destruction of property. 

As to the size of journals, there is much difference of 
opinion; on some roads they are made three and one- 
quarter inches, and condemned when worn down to 
three inches; on other roads they are made two and one- 
half. and worn until they drop off. It is well to make 
the wheel-fit one-half inch larger than the journal. 

















REPORT OF THE MASSACHUSETTS RAILROAD 
COMMISSIONERS. 


Western Connections—Through Trains—Carriage of Food, 
Coal and Raw Materials. 








We copy the following extracts from the carefully 
elaborated report of the Railroad Commissioners of 
Massachusetts : 


THE EXTERNAL RAILROAD 8YSTEM. 

Hitherto, among us, public attention and the discussion 
of the press have been almost exclusively devoted to the 
condition of the external relations. The great Northern 
lines, the Hoosac Tunnel, the Boston & tues and the 
Boston, Hartford & Erie roads have absorbed the public 
consideration to the exclusion of the internal system. If, 
however, the future of Massachusetts is bound up in the 
development of her manufacturing interests, such a 
method of observing the working of her railroads is 
very incomplete. The business of the through lines is, 
promptly and cheaply to keep up communication be- 
tween ourselves and our producers and customers. Our 
railroads must perform on the one side what the sea 
does on the other, and it is perfectly immaterial to more 
than nine-tenths of the industry of Massachusetts, pro- 
vided only it is done cheaply and certainly, whether raw 
material, food, power and manufactures come and go to 
and from the State by way of Ogdeusburg or Baltimore, 
Albany, New York, or des The Commissioners 
are satisfied that what has been done in the past in this 
respect as to supplying channels of communication for 
this purpose, leaves nothing to be desired. Five through 
lines now do or soon will connect Massachusetts with the 
West, and the perfect development of some single one of 
these lines is the first and absolute preliminary to a suc- 
cessful system of cheap transportation. Massachusetts 
has committed herself beyond recall toa policy of com- 
petition in this business. It is useless now to discuss, 
whether, for the necessities of her development, the 
wiser policy might not have been found to exist in the 
course pursued in Maryland and Pennsylvania—in the 
thorough development of a single line, or of two single 
lines to different points, one being Albany and the other 
Ogdensburg. It is sufficient to say that this policy was 
not adopted: and that the contracts now in force in relation 
to tunnelling the Hoosac Mountain, and the aid already 
granted to.the Boston, Hartford & Erie road, have 
placed the completion of their enterprises beyond the 
pale of controversy. It does not admit of doubt that 
if any one of the lines connecting Boston with the Hud- 
son is ever developed to its full transporting capacity, it 
alone will suffice for the probable future wants of the 
people of Massachusetts; should the four lines between 
the same point and the Hudson or the lakes ever be de- 
veloped, even to the present incomplete degree of the 
Pennsylvania Central, a population and foreign com- 
merece could be sustained in Massachusetts and Boston 
more dense and larger than that of Liverpool and 
Belgium combined. If, however, the mission of the 
roads is primarily to supply the wants of a densely pop. 
ulated manufacturing community, and only secondarily 
to act as channels of foreign commerce, Is is omy | 
probable that they should ever be taxed to their full 
capacity. This is unfortunate, as it is a well established 
principle that the more roads have to do the cheaper 
they can afford to do it; and the converse proposition is 
no less true, that where the volume of business is limited, 
the more roads it has to sustain, beyond a certain limit, 
the heavier tax it has in the long run to pay to sustain 
them, o 

FARES ON THROUGH TRAVEL. 
The accompaning table sufficiently exhibits the fares 





exacted on this branch of transportation in this country 
as compared with those on similar lines in different 
countries of Europe. 
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In examining this table, it must be borne in mind that 
the European rates of speed only apply to first class 
travel,—that of Express trains;—the second and third 
classes travel at a rate much less than that indicated. 
The introduction of what are known as “drawing-room” 
or “palace” cars, supplies, as regards the American 
roads, in the table, the place of the European “ first- 
class ;” and the ordinary car, with which alone most 
of our roads are equipped, is entered on the table 
on the same footing as the European “second 
class,” though it is infinitely superior in all respects. 
The cars entered as “third class” in the two countries 
are equally convenient. . From this table it will be seen 
that the ordinary first class American travel between 
Boston and Chicago, or New York, is accommodated at 
the price established in England by law for the advan- 
tage of the poor classes, and that the American “ palace 
car”’—the most luxurious form of conveyance known in 
the world—costs the same in currency that the second 
class car in England does in gold. In every grade the 
advantage is strikingly in favor of the American traveler, 
both as regards comfort and expense. Whatever the fu- 
ture may bring forth, it is safe to say that nowhere in the 
world is the transportation of persons now so cheap as on 
some of the American through lines. 

THE CARRIAGE OF FOOD, COAL AND RAW MATERIALS. 

The great needs of this community in its present in- 
dustrial phase, as has been already pointed out, are 
power, food and raw material; if these are adequately 
and cheaply supplied there need be no apprehension ofa 
declining prosperity. The interests of this community 
and of its railroad corporations, in regard to the trans- 
portation of articles coming under these heads—almost 
all of which come from beyond our limits as a State— 
would, if correctly understood, be found to be identical. 
The permanent value of our railroads to their stock- 
holders depends wholly on the prosperity of the dis- 
tricts through which they run, and the prosperity of 
those districts directly depends, with us, on the command 
they have over raw material to feed and power to work 
their machinery, and food to sustain their population. 
These, constituting bulky freights, the roads should, with 
a view to their own interests, seek to supply at the lowest 

ossible paying rates, and to draw their larger profits 
from the resulting prosperity. This cardinal 
point of policy they do not now seem fully to 
 gggee Take for instance the case of Worcester. 

his city now contains 40,000 inhabitants, 
engaged in very diversified descriptions of manu- 
facturing industries, all branches of which are dependent 
on power for the operation of their machinery. There 











is no reliable water power to be had, and the city is, 
therefore, forced to rely on coal from the Cumberland 
region, and from Pennsylvania, or from the Provinces. 
Every pound of this is brought to it by rail, and over 
100,000 tons are consumed per annum. During the last 
year this amount was brought to Worcester in the man- 
ner and at the cost for transportation set forth in the sub- 
joined table. 


| 

| 
| 
1} 


| 
| 
| | 

















4 Z BOssissssisses 
| sg pSiSogiP ae "|FRa™ 
RAILROADS. BS |EBlycel ofel oe 
3 | °S Beggs gb8) oF 
B Q 5 sts; 925! Sop 
bs oos os 
| BBE) B25) $23 
Boston & Albany....'Boston....| 6,143} 44| $180] $180} $180 
Norwich & Worcester Norwich ..| 51,621) 60) 175 2 00) 225 
Providence & Worces- 
Te Re Provid’nce} 46,424) 44) 15) 2 00 225 
EE Sse 404.188} ..|...... ARE Tea 














The Commissioners wish to call particular attention 
to the conclusions to be deducted from this table.. The 
whole of the sum of money charged by this transporta- 
tion is a tax on power, and a drawback on the prosperi- 
ty of Worcester. Were the coal mined in the immediate 
vicinity of that city, and the transportation tax done 
away with, both Worcester and the railroads would be 
immeasurably more prosperous than they now are. As 
it is, the transportation tax is, to a great degree, a neces- 
sary and an inevitable one, and it only remains to divide 
it into its component parts of cost of transportation and 
profit, the profit representing the tax imposed for the 
benefit of the railroads. 

There is no article of freight which admits of such 
cheap carriage as coal in bulk. In England, the rates 
upon it, as upon all other articles, are fixed by Act of 
Parliament, but they vary as regards the several com- 
panies. Two cents per ton per mile, for a less distance 
than fifty miles, is the usual rate, which does not include 
terminal handling. Very large profits are made by the 
companies transporting coal under this limitation. In 
two cases, at least, the cost of transportation has been 
analyzed with almost exactly the same result; the East- 
ern counties road claiming a profit of two-thirds while 
transporting at 10 mills per ton per mile, and the Great 
Northern a profit of thirty-three per cent. while charg- 
ing 7 mills perton permile. The average English charge 
is 15 mills per ton per mile, which includes everything 
but terminal handling. On the nine principal French 
lines, for distances not exceeding fifty miles, the average 
charge is about fifteen per cent. less, or 12 mills per ton 
per mile. From a special report on coal, made by 8. H. 
Sweet, Deputy Engineer, to the Legislature of New 
York, in 1866, it appears that the cost of transportation 
of this article on the roads of New York and of Penn- 
sylvania, varied from 8.10 to 18 mills per ton per mile; 
the average cost on twenty roads in 1863 being 9.28 mills. 
This may therefore be taken as representing the cost 
of American roads in genvral. Those specified were 
mainly roads doing a large business in transporting coal ; 
but it is to be remembered that the cost of carriage does 
not depend so much on the amount transported, as on 
the steadiness of the demand and the proportion pre- 
served between it and the rolling stock employed. 
Wheels kept continually in motion earn a profit out of 
very low rates, even on a limited business. 

The distance to Worcester from tidewater is not over 

forty-four miles, but the roads leading to that city run 
through a region crowded with manufactures; the de- 
mand is steady and the business of transporting coal 
might be largely increased. The Commissioners are in- 
clined to think that the present cost of coal carriage on 
these lines does not exceed, even if it equals, 14 mills 
oe ton per mile, not including charges for terminal 
nandling. 15 cents per ton at cach end for these charges, 
the cost per ton from Boston or Providence to Worces- 
ter should not exceed 92 cents, or $1.10, allowing a 
reasonable profit to the roads. The average charge dur- 
ing the last year appears to have been about $2.00 per 
ton, constituting a profit tax on warmth and power of 
fearly one hundred per cent. 

The importance of this subject can best be illustrated 
by an individual instance. The Washburn Iron Com- 
pany of Worcester receives old railroad iron and re- 
works it by a process of hammering and rolling, manu- 
facturing car-wheels, locomotive tires and rails. Located 
as it is at Worcester, it must base allfits calculations on be- 
ing able to bring its coalto meet the old iron at a less 
cost than the iron could be carried to the coal; it seeks 
in fact to make a profit by bringing coal to New Eng- 
land, instead of sending old iron to Pennsylvania. They 
consume about 18,000 tons of coal per annum, which is 
handled once by the railroads. Allowing the Provi- 
dence & Worcester or Boston & Albany roads to charge 
14 mills per ton per mile, the cost of one handling, and 
15 per cent. of profit, amounting in all to 85 cents per ton, 
instead of perhaps $1.65, as at present, the annual power 
tax paid by this company would at once be reduced from 
$29,700 to $15,300, or by three per cent. on its entire 
stock capital. This may well make just the difference 
between success and failure. The city tax of Worcester 
for 1868 was $14.40 per $1,000 of assessed value. The 
Washburn Iron Company was assessed $218,200; if 
the city tax were permanently raised on this 
valuation from $14.40 to $80.00 per thousand, it would, 
most justly, be declared ruinous and the industry would 
leave the city. That identical increase is however, now 
imposed in the shape of a transportation tax, and regu- 
larly paid under the name of freights on coal. It is un- 
necessary to dilate on the impetus which the reduction 
of this change would-‘communicate to the operations of 
the company referred to, or to estimate the increased 
amount of re-rolled iron, locomotive tires, car-wheels, 
travel and merchandise which would pass over the rail- 
roads in consequence of such an expansion. 

No better illustration could be furnished of the har- 
mony existing between the real interests of the com- 
munity and its corporations. A cheap and abundant 
supply of all raw materials is at the root of the prosperi- 
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ty of each. For reasons which will hereafter be stated, 
no legislation can at this time be framed which will im- 
pose such a policy on the railroads, nor would it be wise 
to force it upon them were it feasible to doso. The 
Commissioners, however, confidently believe that not 
only will experience and reflection convince the rail- 
roads that the course suggested is the true one for them 
to pursue, but also that a more reflecting public opinion 
will compel them to adopt it, even though no recourse 
be had to the law-making power. 








On the Elevation of the Outer Rail, and the Coning 
of Car-Wheels on Railroads. 





Owing to the contrifugal force generated in a train 
of cars moving around a curve, it is customary to 
elevate the outer rail to such an extent that the ten- 
dency of the cars to press against the inner rail by the 
force of gravity shall exactly equal their tendency to 
press against the outer rail by the centrifugal force. 
The centrifugal force increases as the square of the ve- 
locity ; hence a given elevation of the rail can be exactly 
right for only one certain velocity. For example, 
suppose an elevation of two inches on a given curve is 
exactly right fora speed of twenty miles per hour, it 
should be four times two inches, or eight inches, for a 
speed of forty miles per hour and two and one quarter 
times two inches, or four and a half inches, for a speed 
of thirty miles per hour. In the case of a speed of 
forty miles per hour, the speed is double what it was 
at twenty miles per hour, and the centrifugal force 
(2x2) four times as great; and in the case of thirty 
miles per hour, the speed is one and a half times that of 
twenty miles per hour, and the centrifugal force 
(11g x 114) two and one quarter times as great; hence the 
above stated elevations of the outer rail. It is impos- 
sible to so adjust this elevation as to be exactly 
right for both freight and passenger trains, and it is the 
custom to elevate the outer rail fora speed about mid- 
way between that of the fast express trains and the 
freight trains, so that the fast trains will press on the 
outer rail the most, and the slow trains on the inner rail 
the most. Every one knows that the outer rail of a rail- 
road track is longer than the inner one, and the coning 
of the car-wheel, or the gradual increase of its diameter 
of tread toward the flange, is intended to facilitate the 
motion of the cars arounda curve. Thus a fast express 
train will press more agaist the outer rail than the in- 
ner, and by reason of the increased diameter of the tread 
near the flange of the outer car-wheel, the outer wheel 
will move further per revolution than the inner one. 
This would seem to be an indisputable argument in favor 
of the coning of car-wheels, and it has been so universal- 
ly the practice on railroads that it-seems hardly credible 
that there should be anything incorrect about it. There 
are, however, very weighty arguments against the prac- 
tice. In the case of freight cars the coning would act in- 
juriously rather than beneficially, because it is against 
the inner rail that these cars have a tendency to press. 
But supposing the question is confined to the expe- 
diency of coning the car-wheels for fast nger 
trains only, we find that the coning acts injuriously on 
the straight portions of the road, the wheels running 
up against one rail on to the largest diameter of the 
tread, and then against the opposite rail on to the largest 
diameter of the tread of the opposite wheel, and so on, 
first against one rail and then the other, producing an 
oscillation which is both disagreeable to the a 
and expensive to the stockholders of the road. Again, 
of how much value is the coning on curves? It is ex- 
tremely small. Ona railroad like the Hudson River or 
New York Central the radius of the curvesis very large, 
one mile being very common—in fact curves of a less 
radius than this are more seldom met with than curves 
of a larger radius. The diameter is, of course, twice the 
radius, and the circumference, or length of a complete 
circle, three and one-seventh times the diameter; thus a 
curve witha one-mile radius would be (1 x 2 x 8 1-7=6 2-7) 
six and two-seventh miles in length. Now, the difference 
between the circumferences measured on the inner and 
outer rail is always equal to the circle having as radius 
the distance between the two rails. Thus, in the case of 
a broad gauge road, whose gauge is six feet, the differ- 
ence between the er oe of the outer and inner rails is 
only a trifle over eighteen feet in a complete circle, no 
matter what the diameter of that circle. In the case of a 
curve whose radius is one mile, the length is some- 
thing over six miles, as stated above, and a 
car-wheel in passing over this six miles of curve 
would have to slip about eighteen feet if it 
had no coning. A curve onar is never complete, 
however. One-sixth of a circle, with radius of one 
mile, would be an ordinary curve, and its length would 
be one mile, and the difference in the length of the rails 
about three feet. Hence the question arises, is it not 
better to use wheels with a flat tread, causing a very 
little slip on curves, and very little oscillation on the 
straight portions of the track, rather than coned wheels, 
whose efficiency is somewhat doubtful on curves, and 
which cause injurious oscillation on straight portions of 
the track. This question must be decided one way or 
the other, according to the circumstances. For instance, 
on some roads the straight portions of the track are the 
exception, and curved portions the rule; hence coned 
wheels might be considered n On other roads 
there might be a very few extremely sharp curves, and 
coned wheels might be necessary here. On city rai 
the gauge is the same as that of an ordinary ee an 
it is necessary to raise the cars on to the flange of the 
outer wheel in this case; but it must be remembered that 
the diameter of their curves is less than a hundred feet, 
whereas that of the curves on a steam road is a mile or 
two, and the difference between the lengths of the outer 
andj inner rail is the same in both cases—about fourteen 
feet in a full circle. In conclusion, it is extremely doubt- 
ful if the present system of coning is beneficial, and cars 
with wheels having a flat tread have been tried and re- 
ported favorably on by the Superintendent of one of our 
Western railroads.— Manufacturer and Builder. 





Ocean Telegraphs. 





The London Times gives the following tabular state- 
ment of the ocean telegraphs now constructed or con- 
tracted for, and of the sums used or subscribed to com- 
plete them. Irrespectively of some short cables in the 
seas of Northern Europe, the list is as follows: 








When cont't; Date of 


Name of Com- ») forming 
Co. 


pany, etc. 


Length of 


Capital. Cable. 





lo American: 
elegraph Co.) £1,360,000 (65) 
(Two cables, Va- 
lencia to New-} 
foundland) ... 
French Atlantic 


Miles. | 
1,898  |Sept.18,"65.. 
Mar.°65. 


600,000 (°66)} «1,852 += |July 27, °66.. 


1,200,000 1,383 | July 20, *69.. 


July, 


Telegraph Co. 
Anglo - Mediter- 
ranean Tel.Co. 
(Malta to Al- 
exandria)..... 
British - Indian 
Te). Co. (Suez) 
to py - A be 
British - Indian 
Extension Co, 
(Ceylon to Pe- 
nang & Singa- 


660,000 2,456 May 31, °70../ July, 


900 jOct., "68.. 


3,600 April, °70.. 


1,756 Before end70/Oct., °69. 
- Tel. 
D re to 
Genions & 
Shanghai)..... 
British - Austra- 
—~ Tel. ‘- 
re to 

pr -_ Port 
Darwin) 


Total capitals. e 


525,000 2,640 June, "T1..|Dec.10,'69 


steeee 





660,000 
£6,925,000 


1,726,800 land|Before end71 
| 20,961—Total miles. 























New Railroads in Turkey. 





The system of Turkish railways which is now about 
to be commenced, and the funds for which are to be ob- 
tained from the Lottery Loan, is a very extensive one, 
and like the great work of the Suez Canal, owes its 
origin to a French engineer. According to the firman 
which the Sultan has accorded at the instance of his 
Minister of Public Works to Mr. Talabot, the total reseau 
of Turkish railways will consist, when completed, of a 
main line from Constantinople to the Save, and of two 
cross lines, the one traversing the centre of Koumelia, 
and connecting the Black Sea with the Archipelago; the 
other opening to all the agricultural wealth of Hungary, 
and to the richest districts of European Turkey, a direct 
communication with the sea at Rotonica. The Daily 
News says that the whole extent of these works will not 
exceed a tenth of the railway system already constructed 
in France; and considering the area of European Tur- 
key, its fertility of soil, its mineral and forestal wealth, its 
temperate climate, and its abundant water courses, it can 
hardly be doubted that the result of the first concessions 
will be to encourage the extension and completion of the 
reseau. In point of engineering difficulties there is noth- 
ing, from one end of these projected lines to the other, 
comparable to the Mont Cenis or the Semmering Passes, 
not to speak of the wonders of the Western Hemisphere. 
—London Railway News. 








Liverpool to Bombay, via the Suez Canal. 





At present the public and also commercial men are 
anxious to know the real value of the Suez Canal, either 
in a financial point of view or in the saving of time in 
the transmission of goods between England and Bom- 
bay. The following figures, which have been compiled 
by one of the officials connected with the Liverpool 
Chamber of Commerce, will be read with considerable 
interest. From this statement it appears that the open- 
ing of the canal last year, the rate of freights from 
Liverpool to Bombay, via the canal, was 80s. per ton, but 
at the present time freights by the same route do not ex- 
ceed 30s. per ton, overland rates being about the same. 
No sailing vessels, it ne, convey goods either via the 
Suez Canal or overland route, and the following quota- 
tions are consequently for steamers alone: Sailing ves- 
sels—Average duration of voyage to India—via Cape 
of Good Hope, 95 days; via overland route, 43 days; via 
Suez Canal, 38 days; to the United States, 40 days. 
Steam vessels—Average duration of voyage to India— 
via Cape of Good Hope, 60 days; via overland route, 43 
days; via Suez Canal, 38 days; to the United States, 12 
days. Sailing vessels—Average rate of freight per ton 
to India—via ape of Good Hope, 35s. ; via overland route 
80s.; via Suez Canal, 40s.; to the United States, 10s. 
Steam vessels—Average rate of freight per ton to India 
—via Cape of Good Hope, 60s.; via overland routé, 80s. 
via Suez Canal, 40s.; to the United States, 30s.—Liver- 
pool Albi 


ion. 








Crossing the Channel. 


A writer in the London Zimes, ing the subject 
of communication between England and the Continent, 
advocates the employment of large ferry-boats, so con- 
structed that their motion will be practically unaffected 
by the waves of the English nnel, and that the 
whole train and carriages from London may be run upon 
their deck, carried over to France, slid upon the French 
line, and so on to Paris without change or annoyance to 
the passengers. These boats, he thinks, should be about 
four hundred and fifty feet long, proportionally wide, 
and with a draught of about twelve feet. It is, he says, 
objected that the weight of the train would make the 
boat top-heavy; but this is a complete mistake. A train 
of passenger carriages would only weigh about one hun- 
dred and twenty tons, which, in the proposed vessel of 
seven thousand tons, would be practically unfelt. It isa 
common idea that it is proposed to place the passenger 





carriages on the deck, exposed to wind and weather, in- 
stead of their being enclosed, as they will be, in a space 
between the upper and the main deck, and completely 
protected from exposure. It is also intended to carry 
the goods trucks below the main deck, as the weight 
will be useful to ballast the vessel and increase its steadi- 
ness. On the main deck accommodation will be provided 
for passengers (who will generally alight from their car- 
riages as they would at any railway station where a stop- 
page is made for refreshments), and they will find well 
ighted, well warmed saloons, with means of reading, 
writing, &c., which will make the sea yoyage the most 
agreeable part of the journey. Private cabins will also 
be provided on the same deck, and large rooms for the 
officials of the custom houses of the two countries, so 
that all luggage may be examined, and the weary dela 
from that cause at the end of the journey entirely avoid- 
ed. The speed of these steamers is an important part of 
their design, and instead of the voyage from Dover occu- 
pying two hours, as it now does, it will be performed in 
one. The hydraulic apparatus in the harbors on each 
side is so arranged that the transfer of the carriages be- 
tween the railway and the boats will be effected within 
five minutes. 








Nationalizing the Erie Canal. 


The proposition that the National Government shall 
assume the existing canal debt of the State—now amount- 
ing tetwelve millions—and expend an additional sum of 
three millions to enlarge the Erie and Oswego canals to 
permit the passage of boats of six hundred tons burthen, 
is being actively and strongly pressed upon Congress. 
We are told that there is a fair prospect of its passage by 
the House, but there isdoubtas to theaction of the Senate. 
The scheme isto make the Erie Canal ultimately a nation- 
al highway of commerce, practically free to all comers. 
It certainly is plausible, and well calculated to win favor 
from the West, and, in fact, from every quarter which 
has designs of a similar character upon the National 
Treasury. 

Unfortunately, however, for the success of the project, 
it involves the adoption of a broad national policy of in- 
ternal improvement requiring an indefinite expenditure 
and that, too, at a time when the a can least afford 
it. There is no question that so far as the general com- 
mercial interests of the whole country are concerned, the 
Erie Canal comes more nearly to being a work of nation- 
al importance than any other. A greater region is in- 
terested in it, and a producing interest of more import- 
ance to the general welfare of the country, than would 
be served by all others combined; but it should be re- 
membered that intimately connected with, and dependent 
upon, this scheme to nationalize the Erie Canal, area 
variety of others of a kindred character, involving an 
aggregate expenditure 7 the General Government, to 
which the $15,000,000 asked for in our behalf is a mere 
trifle. If the precedent be established, we may be sure 
that it will be yrged in behalf of all the other projects, 
and with a force which cannot be resisted. 

Appropriations for considerably more than a hundred 
millions of dollars are even now being urged in behalf 
of enterprises, the importance of which cannot be de- 
nied, and which are, on rr as much entitled to 
consideration as the Erie Canal. We have the Niagara 
Ship Canal, the Sault Sainte Marie Canal, the Fox River 
improvement, the Illinois Canal, and several others 
whose claims are being pressed upon Congress. Under 
ordinary circumstances, perhaps we should be inclined to 
favor them all as essential parts of a great scheme of in- 
ternal improvement, which ought some time to be en- 
tered upon and completed by the General Government. 
At present we feel that the country is in no condition to 
enter upon it. The necessary burdens of taxation are 
so great as to dictate an — policy of rigid restric- 
tion in the way of expenditure, and that evident con- 
sideration will, we have no doubt, for the present control 
Congress. . 

But however strongly we should be inclined, under 
more favorable circumstances, to favor all the schemes 
last named, we should be opposed to the proposition to 
nationalize the Erie Canal upon principle, as well as 
upon considerations of local policy. The ty eee is 
by no means a new one. The State applied to Congress 
for aid before entering upon the work, and was refused, 
and it was chiefly through the instrumentality of a few 
merchants of this city that its final success as a State 
enterprise was assured. The result is the very best 
demonstration which could be afforded, not only that we 
need no aid from the General Government, but that it 
would be unwise to accept it. In the material develop- 
ment which it has effected inside of our own territory, 
the Erie Canal has paid for itself an hundred fold, while 
its actual revenues have defrayed its actual cost, and 

aid a surplus into the State Treasury of over 


,000,000. 

We hold, that it would be humiliating, as well as un- 
wise, under such circumstances, to part with our grand 
inheritance, or to transfer to the General Government 
one of our chief glories, when we are upon the very 
verge of a triumphant success. Nothing is easier, as we 
have had occasion to point out, than for the Empire 
State to crown its great enterprise with final success, and 
to accomplish for itself precisely what it is proposed to 
ask the General Government to do for us. the United 
States can do what is required, why cannot the State? 
We are certainly not so poor as to ask Congress to lend 


us fifteen millions of dollars to be re from tolls; or so 
short-sighted as to ask that body to give us that sum from 
a general fund, with a.certainty of g called upon to 


contribute to pay our proportion of a hundred millions, 
which will be expended upon similar improvements at 
the West, which will be a detriment instead of a benefit 
tous, We ean pay our own canal debt, enlarge our own 
canals, and ultimately make them practically free with- 
out Federal aid. We had far better do it than to seek to 
nationalize the work which is now our boast,, 
~ surrender our proudest accomplishment.—New York 
més, 
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RAILROAD CURVES CONNECTING DIFFERENT 
GRADES. 





BY JOHN MAURICE, ACTUARY, ETC. 

The construction of railroads in mountainous regions 
requires numerous changes of grades, which, if not 
properly adjusted give rise to maay inconveniences in 
the running of trains. To connect the different grades, 
a curve-line is generally inseried at the vertex of the 
angles of that polygon which is represented by a logi- 
tudinal section of the road, the radius of which varies 
from 50,000 to 100,000 feet; and Trigonometry affords 
ample means for computing that curve. 

The following lines are intended to show an easy 
method of obtaining practical approximate results, with- 
out the use of logarithms: 











A.—TO FIND THE EXTENSION OF TITE CURVE. 


Let r = C M= the radius of the curve; w and u be 
the angles represeniirz tie grades on different sices of 
the break poiai, B; m and n be reciniocals, namely + 
tang wand 2 =tang u; andt = BM = ihe ta igent of 
the curve. 


Then is t=riang*}, (a) 
or as w and u are vely small angles we may put 
t= $ vang (wxu) (b) 
But since tang (wxu) = ;™"<"", we have 
by way of substitution, t= 5 pve'™", and sub- 
—v gwting u 


stituiing in the last formula + = vang w, and + 


tang u we obtaint= 5 2 + a =1 "4"; but asmn 
; ‘—2 ey 2 ma 
is very om compared with i we may write, 
t— el 5 ( mén ae : (I* 


which is an easy working formule, since m and n are 
always given or may easily be obtained by dividing tie 
distance between two diferent poinis of a grade by the 
difference of the ordinates pertaining to these poinis. 

If w and u are on different sides of the horizontal 
line, m or n becomes negative and formula (I* ) trans- 
forms into t=+ (2) (I’) 

The s'gn ~ signifying the difference between mand n. 

If the grades on both sides of B are equal, namely 
m = n, formula I* trausforms into t = * or + ; (IT) 
and formula (I*) furnishes t= 0. The latter denoting 
the case when w and u are equal and on dierent sides 
of the horizontal line. 

If w or u equals 0, that is, when one of ibe grades is 
horizonial, m orn becomes ce and formula (I*) i1ans- 
forms into rs. (IIT) 

By means of one of the Secmite is I’ Tor II theJength 
of the tangent, in any 2ase, can ecsily be determined. 

DB.—t0 FIND THE ORDINATES OF THE CURVE. 

The ordinates h or the distance between tangent and 
curve may be considered as the difference beiween the 
lines drawn from the cenire to some point of the <an- 
gent, and the radius. Let the disiance from any of these 
points to the tangent point = v, and the distarce to the 
ceatre of the curve = p, then is p = 2+ v4, or since 
v is very small compared with r, we may put for the 
surd r + and consequently p = r+ ¥,orp— r= 
“; and, since p—r= h, we have h = + (IV) 

Remark.—Iit is of interest to see that formula IT mey be 
derived directly from (a); fort = r tang w, and since 
tangw=1,t= +. Likewise we get III from formula 
(b) namely t = 1 tangw = ,*. Formula I is exactly 
correct; the formule I and III contain small errors 
which move within the limits of II and III and are in 
III the greatest. 


_ Ps 








1020 2 3 
C.—PRACTICAL APPLICATION. 





To find the offsets h, or differences of altitudes for 
{wo contiguous graces 1:40 and 1:100. Distance between 
the different stations 100 xeet. Break-poiat in station 
14:40. Radius of curve 60,000 feet. 

According to (I), t =z. Ge)= 2 (Es) = 450. 

Therefore tangent poinis are in stations 10.20 and 
19.20. 


DIFFERENCES OF ORDINATES; h = $ 











h_stmue | 
s@ — 6,400 
Station 11 = FG 000 120,000 °° ****| 05 1384.45 984.50 
“ 12 = _ 167 399.9 
- 120.000 +++ eeeeerecerecees pe 
“ 3= so | 
FEET ES SEAMOTER ERO RERT 529.45/353.10 
“ 46 =o: “cer pi - | 
n Make occ ee se eeseee [20 686.05588.10 
ak re = 
«16 = _ et oe 
TRAN .cccccvcccvcvccees 85 323.90)324 
“ 2%= 
TQ Deve ececeeceseveves| OD '322.90'223.29 
“ 18 = 120? 
FRV.O00 «eee eeesecseeecees +12 621.90/322.02 
“ in 2 
me ST ner 00 '320.90 320.90 














The greatest difference in ordinates is 


= inn =1.69 feet. 


in station 14.70 


For r = 100,C00 feet, t would be 750, and maximum of 
h = 2.81 feet. 

It may now be of interest to ascertain the errors which 
affect the results obtained by the foregoing formule. 


D.—DEVIATIONS FROM THE CORRECT RESULTS. 
Error in t. 
If we compare t = =, the appropriate value, with t = 


r tang j, the correct value, we have their difierence, At 
ee iPS — wang *-]=r[}¢ tang w — tang 25 


The steepest grades beirg 1:40 or w 1° 25' 56"; = 
=0° 42' 58" renders At =.000,000,3 r; and taking r — 
100,000 feet we obtain At —.08 feet, a difference of no 
account. 

By the way it may here be observed that formule III 
and IV may be employed in all cases where w rep- 
resents a small angle, and furrish sufficiertly accurate 
results for all practical purposes. If for instance m = 
10, At = .000,125 r, which shows that the error increases 
or decreases as the radius. 


Error in h. 
To ascertain the error Ah, which arises from putting 
Jv + v2 = 0 + $4, we have to compare this expression 
ri 2) 3 we. 
with (r + 7) 2=r+ V+ Ga 
For convenience sake let us set r* + vy? = w*, or w = 


J+ yi Tuen isr +}? = /weva andr +p? <w + 
4i2 
w + =~ 4 Substituting w = ./i7 yi, we have r + 
wr 
y2 


4 a 0 Bh il 
gr —Vraiyi < 8 J aaiy’ and therefere Ah < §; 

The maximum of v — t anc the maximum of t is, 
accordiag to formula (II), =. This substituted, we 


obtain maximum of Ah <(t)'< _t_ 
m 8 m* 
88 
Taking again r = 100,000 feet and m = 40, we have 
100,0°0 
maximum of Ah <-gxq. <-005 feet. 


Another way, pethaps more easy, to Cerive h and Ah 
is the following: From the figure we have directly h 
(2r & h ) = v’, that is2 rh + h? = v’, or 2 rh = vy? —h’, 


v2 — he v3 he. 
hence h = -3;— = gf — at 


p he * v2 
Neglecting the small term y,, we have h = 9; 
In determining Ah we may compare the correct value 
of h with the approximate one, which for convenience 
; v he, 
It ish — 9, a; 


y2 
h, =or- 


sake may be termed h,,. 


4 
h, —h= Ah =—g; , furthermore is 


2 2 ® h,3 
h <h,, and also h® < h,’, which renders Ah < 9; < 
vt 
gis as above. 
It is of further interest to find the different 
MAXIMA OF H. 


Substituting in formula (IV) successively the greatest 
value of v namely t as found by the formulas (I*), (T°), 
(II) and (III), we have the following maxima : 





r man? mén? r m“nez i 
iy mn) a8 Can) h= (9 “se ) a 
_ (5 my b= (g)-38 = Tn = absolute 


1 


maximum h (sa) 7= om? 


For r = 100,000 feet and m = 40, we obtain the greatest 
100,000 
=31.25 feet. 


r 
value for h = gy: = “Qxq4p2 








The differences or errors which arise from employing t 
intead of t, respectively, v' instead of v, and h instead 
h, (see cut) may be estimated as follows: 
DIFFERENCE BETWEEN V and y;. 
It is v cosine w — vi, thereforevy:v,; — 1:cosine 
w, and vy—vi= v (1 — cos. w), also A v = 2 vy sin. 


w? w? 1 v 
q , or nearly = 2 vtang 3 —(gm):, AV = 9m?- 


: t . A r 
Maximum Av = 9732, and, since maximum of t—=—; 


(by formula I‘), maximum Av = a 

For m = 40 and r = 100,000 feet we get: maximum 
Av = 8 feet. The error Av diminishes rapidly as m 
increases and as r or v decrease. 

The maximum error which is generated in h by put- 
ting vi instead of.v we find by the following: 


Let Av = At, the difference or error int. According 


to formula (IV); h = PS Vi ae ot *, Putiing (t + Dt) 

for t, and (h + Dh) for h we obtain, by substitution; h 
ae 1 

+ Ah = gz (t + At)*=9; [t? + 2t at + (At) ] 


te tDt (wD ty, 
Qrty t+er 


, tDt (Dt)? . 
That is = Ah =; ot .G ; 3; and since, by formula IT, 

: r Dt Dt 
maximum of t — 3, we have Ah= 5, + or 
Dt 


m 


= 
Above we had maximum of At= Av =—.8, which 
furnishes maximum Dh = 4 = .02 feet. 
DIFFERENCE BETWEEN h and h.. 
From h = YF tang th’, since v= r tang th, and 


h r tang th? 
h'= Gos. (w—.b) = 2cos.(w-.n) » We get h'—h = Dh= 


3 
g tang th? ence — ij. (c. ) 
And ne the first differential co-efficient *. equation 





aDh sin. (w—th) 
(c), Gi 31 — tang th’ cos. w (—i)2 + ( cos. eo =i) 
2 tang. th 


cos. tha = 0, we obtain after transformation; sin. (w— 


in. 2th , th: P 
thy — a sin. (w—th) — 2sin.(— = = 0. Which 
EE is to be solved in regard to th. F 

For our purpose, as w and th are small angles, it suf- 


2 th (m — th) w— th? 
4 — 23( )= 0, 





to write (w — th)? — 
- Ww 
which renders (w —th) —th =0,orth = g. 
Substituting this value of th in equation (c), we ob- 
w? 1 
2 (cos.—w — 1). 
3 


The last formula shows that Ah increases in the direct 
ratio of r and w; and for their §greatest values, viz. tang. 


* : r 
tain: maximum of Ah =~g tang — 


1 e 
w= —g and r = 100,000 feet, the absolute maximum of 
Ah = .000,553 feet, a difference of no account. 


Cuicaao, April 12, 1870. 








Transporiation Facilities. 





Mr. Charles Vignol'es, on taking his seat as President 
of the English British Insiitution of Civil Engineers, 
made an address, to which wes appended the following 
interesting table: 
































STATISTICS. 
" ~ United ; 
United tates o! 
1868-9. Kingdom. France. Prussia. Spain. |" North 
America, 
Railways 
(Eng.miles) 14,247 10,302 5,603 3,331 42,572 
Metalled r’ds 
(Eag.mites) 160,060} 100,048 55,218 ee 
Nav’ble rivers 
(Eng.miles)| .......... Cceseccceccssise be deen teeqeue eoeel 
= (Eng. 
mi les hasbeen 3,000 Bn nck . cbcaseeceheapevseae [es0s 00 ee 
Tel’ (ia *ph lines 
ng.miies) 22,165 23,830) 13,881 6,922)...... ose 
my gh wires 
mets .miles) 96,104 67,473 45,708) 15,263) 99,099 
Teleg>’ph sta- 
tions—No.. 2,432! 1,701 830 WE. cecccsece 
Post Offices— 
_ eee 17,741 5,099) Ria as oven ee 25,200 
Leiters — No. 
yearly ..... 808,118,006/537,099,358).... . ..ececee |. +-seee++ - (631,010,000 
Newspapers 
an 270,000,000: 
packets, No} 
yearly...... 105,345,000/351,076,008).... 2... cc ccefesees coecfocces ary 
Area (square 
Eng. miles) 122,519) 210,460 189,675) 198,061} 3,591,849 
ie - 
bebcabane | 80, 621, 064 38,192,064 23,970,941) 15,673,481} 38,442,995 





—The bill incorporating the Detroit River Transit 
Comany passed the Dominion Senate at its third reading 
on the 7th instant. 
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Shicago Railroad BMlews, 


Damages for Injuring a Child. 

A case was tried this week in the Circuit Court, in which 
Ferdinand Stump, a minor, appeared as the prosecutor of the 
Chicago, Burlington & Quincy Railroad Company. The cir- 
cumstanees of the case are described as follows by a daily 
paper: 

‘‘ A number of empty cars were upon the track of the com- 
‘*pany in Brown street; near them stood the child aged 7 
‘“vears. A locomotive backed down, the engineer threw a 
‘* billet of wood toward the boy to drive him off, when, dodg- 
‘ting the wood, his feet caught in the track, the cars backed 
‘‘down upon him, and so his feet had both of them to be am- 
“““putated. The jury were told that the street, the track to 
“the contrary nevertheless, isa public highway, in which the 
‘* plaintiff had a right to be, so that the defendant was re- 
‘** quired to use its track in such a way as to interfere as little 
‘as possible with the public, using, at the same time, dili- 
‘“‘ gence and care to avoid all accidents, and the same care and 
‘«¢ judgment is not required or expected of a seven-year old 
‘child as would be required of a person of more mature age. 
“But it was proper for the jury to consider whether the 
“‘ plaintiff was of such tender age that he required the con- 
“trol, oversight, and vigilance of his parenis. If he was, 
“then the inquiry would be appropriate, Were the parents 
“exercising such prudence and care as to his person as judi- 
‘*ejous parents should exercise? So, if the parents, knowing 
‘* of the existence of the railroad track, permitted their child 
“*to stray and wander in the street by himself and upon the 
“road, then they did so at their own peril, and were negli- 
‘‘eent, and if the child attempted to climb upon the defend- 
‘‘ant’s car while it was in motion, and in so doing came to 
‘the hurt, then it was of his own negligence preventing re- 
** covery.” 

The jury’*brought in a verdict against the company (as ju- 
ries usually do) fixing the damages at $5,000. 

There is no doubt that there is a disposition to grant exces- 

: sive damages in such cases, and to hold the railroad eom- 

| panies responsible wherever itis not clearly proven that there 

\was no negligence on their part. The usual remedy lies in 
an appeal, but this is not altogether satisfactory. The ne- 

- cessity is daily becoming greater for a clear way for railroads 
entering this city, passing either above or below the streets. 
We will come to it sooner or later. 








Chicago & Northwestern. 


‘ The earnings for the ten months ending March 31st were as 
‘follows: 


MOORE «2; 5 cdteatenke Ubuacknccdesswebdhaneesbactdabobas $10,309,099 09 
BI hoc cngirnk deecodiwctin yaa abeagacse dooce ee 11,560,708 54 
MIME cs. 0 siachnae aus deathusesneechacebaatataeeumntatiea 10,442:208 


This shows that the earnings for the last period were less 
by $1,118,499.65 (nearly 10 per cent.) than in 1869, and greater 
‘by $133,109.80 (about 13¢ per cent.) than in 1868. 

The steamer Saginaw, which runs with the" Dunlap be- 
‘tween Fort Howard and Escanaba, will probably leave Chi- 
‘eago for Green Bay next Monday (if it does not go to-day.) 
‘The Dunlap wintered at Fort Howard. The Saginaw has 
‘been put in fine order for the season’s business. 


Lake Shore & Michigan Southern. 
Again it is rumored on Wall street that this road and the 
“Toledo, Wabash & Western are likely to consolidate, or that 
the latter will be leased by the former. 





Chicago & Alton. 

Slight changeshave been made in the timetable. The ex- 
press mail arrives at 8:10 p. m., instead of 8:00; the night ex- 
press leaves at 7:05 instead,of 7:00, and arrives at 12:45 p. m., 
instead of 12:05 ; and the lightning express arrives at 10 a. m. 
—ten minutes later than heretofore. The only change in the 
leaving time is the night express, whieh starts at 7:05 p. m. 


Personal. 

B. F. Butler has been appointed Receiver of the freighting 
and towing line on the canal and the Illinois river, and James 
H. Ackhurst, who has long had charge of the business, re- 
sumes his position and duties, having his office with Mr. But- 
ler at Room 6, No. 232 South Water street. 

L. C. Holmes, whose office is at Room 4, No. 167 Washing- 
ton street, in this city, makes a specialty of supplying con- 
tractors with laborers for building railroads. His acquain- 
tance is so extended! and his experience so great that he is 
able to fill large orders promptly, and save much time to those 
who are looking for hands. 








REGISTER OF EARNINGS. 








Michigan Central, 1869............... eocsce 
“ “ WENN 00b46.0000sbcrccndenos Qevoccccceces 89,074 52 
Increase (4-5 of 1 percent.)............ obesceeees ée $719 96 
FOR THE MONTH OF MAROH, 
Marietta & Cincinnati, 1869.......... obbben Gieteespsees +» $103,558 00 
“ “ WIND cccccsecncctsceddeecbecseds +. 101,879 00 
Decrease (2 per cent.) ....... .. buctbsbsvcscsvesem +» §$2,17900 
Pactie of MisseRih, WUD. ..cccccccses casesresssansesacs ++ « $294,874 66 
“ - 1869 cosceoen |=SOy 
TREBGEBR. cccccccccceccccnccesseces 
North Missouri, 1870..............ee0. ceqesnsecuese «+e. $239,161 00 
Wiccccccccce eobeecesesoccse eoeees 186,263 00 


Increase (75 per Cent)....... ssccseses 





RAILROAD OFFICE GLERKS’ ASSOCIATION. 
Proceedings of Annual Convention. 








The first annual conventio 1 of the Railroad Office Clerks’ 
Mutual Life Insurance Association of the United States 
convened at the Tremont Honse, Chicago, Illinois, April 12, 
1870. 

The Convention was called to order by the President, John 
G. Neil, at 8:10 p. m. 

On motion of David Mc Knight a Committee on Creden- 
tials was appointed by the President, consisting of David 
McKnight, C. C. Fisher and E. M. Thurston. The commit- 
tee reported the following list of delegates entitled to seats 
in the Convention : 

O. P. MeCarihy...Indiana, Bloomington & Western Railway. 


We B. DWAR. 2 cc cnccdesess Wilmington & Manchester Railroad. 
ee es Peer Toledo, Peoria & Warsaw Railway. 
E. M. Thurston....1st Div., Pitts., Cin. & St. Louis Railway. 
C. G. Freeman. . Louisville, Cincinnati & Lexington Railroad. 
We, Bh DOMES. cctnscesseccses North Pennsylvania Railroad. 
BE, B. BERGE. oo c cerseccseses Hannibal & St. Joseph Railroad. 
C. E. Loomis........ 2d Div., Pitts., Cin. & St. Louis Railway. 
Di Os BOE. 5 occ scckanictonen Baltimore & Ohio Railroad. 
F. Fairman....... Chicago Division, Illinois Central Railroad. 
W. B. Tinney....... Erie, Atlantic & Great Western Railway. 


George H. Luckey..3d Div., Pitts., Cin. & St. Louis Railway. 
C. M. Thayer.... Northern Division, IMlinois Central Railroad. 





err pedcccvecessesce Weatern Jersey Railroad. 
EE UO HIN 34k. save cnsaseconcnon Pennsylvania Railroad. 
Gh. We PEs hans cence sncacatessed 

/ = % eee Iowa Division, Illinois Central Railroad. 


C. C. Fisher. . Pitts. & Col. Div., Pitts., Cin. & St. L. Railway. 
C. B. Knudsen....Ill. Div., Chicago, R. I. & Pacific Railroad. 


Be: Ws MO, . 0005 neeesnwcanenes Camden & Amboy Railroad. 
GG, BR scccccstccees Terre Haute & Indianapolis Railroad. 
D. J. Btarbuck...Iowa Div., Chicago, R. I & Pacific Railroad. 
J.C. Humphrey...... -Pitts., Ft. Wayne & Chicago Railway. 
B.D. BR, ciccvncccsesteccse New Jersey Southern Railroad. 


On motion the report was accepted and the committee dis- 
charged. 

The President then briefly recapitulated the history of the 
association from its organization to the present date. 

The Grand Secretary and Treasurer made his annual report, 
giving a detailed statement of the receipts and disbursements 
of the association to the present date, showing it to be in a 
sound financial condition. He reported the membership to 
be 528, distributed among the following roads : 

Baltimore & Ohio, Camden & Amboy, Cincinnati, Hamilton 
& Dayton, Delaware, Lackawana & Wesiern, Eric, Atlantic & 
Great Western, Erie & Pittsburgh, Hannibal & St. Joseph, 
Illinois Central, Indianapolis, Bloomington & Western, Jack- 
son, Lansing & Saginaw, Jeffersonville, Madison & Indianapo- 
lis, Louisville Transfer Company, Louisville, Cincinnati & 
Lexington, Nashville & Chattanooga and Nashville & North- 
western, New Jersey Southern, North Pennsylvania, Pitts- 
burg & St. Louis, Pennsylvania, Pittsburgh, Fort Wayne & 
Chicago, Philadelphia & Reading, Chicago, Rock Island & 
Pacific, St. Louis, Vandalia & Terre Haute, Toledo, Peoria & 
Warsaw, Terre Haute & Indianapolis, West Jersey, Wilming- 
ton & Manchester. 

The Executive Committee reported that they had exam- 
ined the books and papers of the Grand Secretary and Treas- 
urer and found them correct and in a satisfactory condition. 
They also recommended to the Convention a thorough revision 
of the Constitution and By Laws. 

On motion, the reports of the Grand Secretary and Treas- 
urer and the Executive Committee were received and ac- 
cepted. 

On motion, a committee of nine, in connection with the 
President and Grand Secretary, was appointed to revise the 
Constitution and By Laws and report an Order of Business 
for the guidance of the Association at its meetings and Con- 
ventions. The committee was composed as follows: T. Fair- 
man, D. McKnight, J. C. Miles, C. G. Freeman, H. E. Mun- 
ger, M. Mills, W. F. Blake, W. B. Tinney, C. C. Fisher. 

The Convention then adjourned to meet at 7:30 p. m. the 
next day. 

Pursuant to adjournment, the Convention was called to or- 
der at 7:30 p. m. on Wednesday, April 13th. 

The Committee on Revision reported the following order 
of business, which was adopted : 

1st. Reading of minutes of previous meeting or convention. 

2d. Reports of officers and committees. 

8d. Unfinished business. 

4th. New business. 

5th. Election of officers. 

6th. Time and place of next annual convention. 

The same committee also reported a revised constitution 
and by-laws, which, after discussion and amendment, were 
unanimously adopted, and the committee was discharged. 

On motion, a committee of three was appointed by the 
President, to which he was added, for the purpose of provid- 
ing for the printing of the proceedings of this convention and 
the constitution and by-laws, together with such blank forms 
as they may deem advisable. The President appointed as 
such committee, F. Fairman, R. D. Keen, and J. C. Hum- 
phrey. 

On motion, the same committee was directed to prepare a 
new certificate of membership. 

On motion, the Executive Committee were instructed to 
examine the charter of the association, and procure the ne- 
cessary legislation for such changes as may be required. 

The election of officers was then proceeded with, in accord- 
ance with Article 2 of the revised constitution, and the fol- 
lowing officers duly elected : 


President—John G. Neil, Pittsburgh, Cincinnati & St. Louis 
Railway, Chicago, Ill. 

Vice-Presidents—F. Fairman, Illinois Central Railroad, Chi- 
cago, Ill.; M. Mills, West Jersey Railrond, Camden, N. J.; 
Wm. B. Tinney, Erie, Atlantic & Great Western Railway, 
Cincinnati, Ohio; F. A. Swan, Wilmington & Manchester 
Railroad, Wilmirgton, N. C.; H. EB. Munger, Hannibal & St. 
Joseph Railroad, Hannibal, Mo. 

General Secretary and Treasurey—R. D. Keen, Camden & 
Amboy Railroad, Bordentown, N. J. 

Execuiive Committee :—D. McKnight, Pennsy!vania Railroad; 
F. A. Swan, Wilmington & Manchester Railroad; F. Fair- 
man, Illinois Central Railroad; J. C. Miles, Terre Haute & 
Indianapolis Railroad ; C. G. Freeman, Louiaville, Cincinnati 
& Lexingion Railroad; J.C. Humphrey, Pittsbuigh, Fort 
Wayne & Chicago Railway; C.C. Fisher, Pitisburgh, Cin- 
cinnati & 8t. Louis Railway ; O. P. McCarty, Indiana, Bloom- 
ington & Western Railway; F. P. Finch, New Jersey South- 
ern Railroad. 

On mo.ion, resoived that the next annual convention of 
the association be held at Louisville, Kentucky, the second 
Wednesday in June, 1871. 

On motion, resolved that the thanks of the convention aro 
eminently due to the reporters of the press, eity and rail- 
road Officials, and especially to the members and delegates 
from Chicago, together with the proprietor and assistants of 
the Tremont House for their liberality, courtesy and hearty 
hospitality. 

On motion, the convention adjourned sine die. 








TRAFFIC AND EARNINGS, 


—The Official Railway News says that “the new time- 
“table of the Erie will include two more trains and fast- 
“er time, so that the lightning express for Chicago can 
“reach Buffalo in thirteen hours. Then we may look 
“for quicker time on the Central—until another spurt of 
“ competition shall be settled with a loss to both parties,” 

—The reports of the St. Louis street railroads for the 
year 1869 show that the total number of miles travelled 
by all the cars was 869,625; daily mileage, 2,883; daily 
(round trip 15 miles), 791g miles. Average number of 
passengers each trip, 7944. Total carried during the 
year, 4,535,576. Net earnings, nearly $50,000—an in- 
crease of nearly $14,000 over last year. The ticket sys- 
tem stopped leakages to the amount of $850 per month— 
$11,200 per year. 

—It is not American railroads alone that earn good 
dividends. The dividend of the Orleans Railroad, of 
France, has been fixed at 11.20 per cent. per annum. A 
similar dividend was paid for 1868 and also for the three 
previous years. 





—The twelfth annual statement of the West Jersey 
Railroad Company shows that the whole number of pas- 
sengers carried for the year, ending December 31, 1869, 
was 545,971. The receipts have been $652,184, and ex- 
penditures, $510,931. The cost of operating the road 
was 59 per cent. of the earnings, and the net profit of the 
year about 11 per cent. on the capital. The Superin- 
tendent in his report says the proportion of expenses 
will be much less this year, in consequence of improved 
rails, etc. 

—A contract has been made for the transportation of 
a thousand car loads of Lake Superior iron ore from San- 
dusky by way of the Baltimore & Ohio Railroad and its 
Lake Erie Division to Zanesville, Wheeling and Balti- 
more. 

—The New York Central & Hudson River Railroad 
Company on the 15th inst. paida4 per cent. dividend 
on $90,000,000 stock out of the past six months’ earnings. 
Thus the amount of the dividends was $8,600,000, on 
which the Government tax was $180,000. 








—An international maritime exhibition will be held in 
Naples, from the ist of September to the 30th of No- 
vember next, when gold, silver, and copper medals will 
be distributed to exhibitors judged worthy thereof. The 
objects admitted to the exhibition will be all those relat- 
ing to naval construction, steam engines, wood, metals, 
and combustibles, articles and materials for rigging, and 
navigation in general; implements and arms for com- 
mercial marine, preparations for salvage, victualing of 
ships, and sailors’ movables, fishery, scientific works, etc., 
etc. 


—The New Jersey Railroad and Transportation Com- 
pany has recently built a new iron ferry-house at the 
foot of Desbrosses street, New York. It is 188 feet by 
50, and 42 feet high, and cost nearly $300,000. 








—A Pittsburgh merchant complains in the columns of 
the Commercial that the Pennsylvania Railroad Com- 
pany requires shippers to provide stamps for the freight 
receipts which the company gives. 





—The “ excursion tickets” at half-fare which were sold 
by southern roads last year will not be issued this year, 
but are succeeded by low immigrant fares, which in many 





cases are only one cent a mile, 
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GSontribirdions Roman Empire, the great roads which it had built, so | he was detained at Stamford four days by the state of 
° far from being maintained even for warlike use, were,| the roads and then ventured to proceed only be- 
under the system of insulation which prevailed} cause fourteen members of the House of Com- 

~ ENGINEERING. among the states which arose upon its ruins, either | mons, going up in a body to Parliament with 

History of the Modes of T tation—The Old Roman | Suffered to go to decay,—so far as their almost im- guides and numerous attendants, took him into 
Roads—Old English and Continental Highways. perishable structure would permit—or were actu-|their company. The viceroy of Ireland on 





SECOND SECTION. 

I propose now to occupy your attention for a while with 
some account of internal communications in general and 
especially of those which preceded the railway. 

First. Then, it is scarcely necessary for me to say that 
the object of all internal communications is to facilitate 
the cheap and rapid transportation of persons and things 
from place to place, and that just in proportion to the 
real civilization of a people will the means of accom- 
plishing this object be better or worse adapted to that 
end; or, in the admirable words of Macaulay!’ “ Of all 
inventions, the alphabet and the printing press alone ex- 
cepted, those inventions which abridge distance have 
done most for the civilization of our species. Every im- 
provement of the means of locomotion benefits mankind 
morally and intellectually, as well as materially, and not 
only facilitates the interchange of the various produc- 
tions of nature and art, but tends to remove natural and 
provincial antipathies and to bind together all the 
branches of the great human family.” 

We must admit that the nations of the earth in past 
ages attained a proficiency in the arts of life which in 
some respects even surpassed that which has been as 
yet reached in modern times, and this, too, without the 
assistance of that most perfect mode of transportation 
which it has been reserved to the present century to 
bring into use. Many of the gigantic structures of those 
ancient days were built of materials so massive that we 
wonder how they were ever excavated from their quar- 
ries and transported to the edifices of which they forma 
part. There were no railways then existing, at least 
nothing resembling that of our own era; for without 
doubt a certain description of track was used for moving 
those enormous blocks of stone of which the pyramids 
of Egypt and the temples of that country, of Baalbec and 
the giant cites of Basham, of Babylon and Nineveh were 
built. The railway used for that purpose was, indeed, 
in its most primitive form and employed for transporting 
the materials to and from the water courses on which 
they were floated to their destination. The sea and the 
navigable rivers of the Old World were the chief chan- 
nels on which such weighty articles were carried, and 
where land carriage could not be avoided, the despotisms 
of those days could command the muscles of thousands 
of men at once to move with one united effort a stone, 
however stupendous its size. Yet although these great 
masses, such as the winged bulls of Nineveh and the 
obelisks and monoliths of Egypt, might in this way be 
moved even great distances over land as well as 
water, there was one element in their movement want- 
ing which our modern transportation possesses—that of 
speed. The enormous materials of the ancient structures 
were carried, and over wide spaces, but literally at the 
pace of the snail or the tortoise (as was the great granite 
block of 1,500 tons, to support the statue of Peter the 
Great, dragged over its marshy bed a century ago) ; while 
we see masses almost as great, in the aggregate, rolling 
in trains of amazing length over our railways, with a 
rapidity four or five-fold that of the lightest freights of 
ancient times, such as the various articles of use and lux- 
ury, the interchange of which constituted the commerce 
of the Oriental and European nations, and which, when 
not conveyed by water, were tediously transported from 
country to country upon the backs of camels and other 
beasts of burthen. It is in this particular of speed and 
economy of motive power combined, that we excel the 
nations of old. Their highways mighé be well construct- 
ed; indeed, even better than those of our own times,— 
witness the Appian, Aurelian, and }laminian Ways, and 
other great roads of Ancient Rome, whose stones still 
hold their places after twenty ecaturies of continued use, 
—but they were adapted ouly to animal power, drawing 
ill-constructed vehicles, and hence the weight, as well as 
the velocity of the loads which could be transported upon 
them, was necessarily confined within narrow limits. 
These roads, indeed, as well as those of Assyria 
and Egypt which preceded them, were designed chiefly 
for military purposes, and to facilitate the movements of 
armies, rather,than the interchanges of commerce. The 
highways of the Phoenicians and Carthaginians, to the 
last of which nations the invention of the paved road is 
attributed, were more commercial in their character and 
objects, but their extent was as limited as was their ter- 
ritorial power, compared with that of imperial Rome, 
whose far-reaching avenues for the march of her legions 
to the remotest borders of her dominion, penetrated in 
numerous directions, through Asia Minor, Hungary, and 
Macedonia, and into Africa, Spain, Gaul, and Britain. 

During the centuries which succeeded the fall of the 





ally destroyed, upon the principle on which, in all seasons 
of international or civil strife, communications are broken 
up asa means of protection against the assaults of an 
enemy. During the middle ages the European nations 
rarely entered each other’s territories except as invading 
armies, and when this warfare ceased to be perpetual, 
and periods of commercial quiet intervened, the roads, 
in the dilapidated condition into which they had fallen, 
were traversed at the risk of life and property by the 
Jewish and Lombard merchants who monopolized trade 
in those disturbed times, and only on payment of tolls 
which were not appropriated to restore the highways and 
maintain them in a passable condition, but were levied 
by the provincial lords of the soil as a species of black 
mail in payment for the right of way. 

Coming down nearer to our own times we find that 
even as late as the middle of the seventeenth century 
the roads throughout the continental Europe are 
described as “absolute sloughs,” and that the journey 
from Paris to Marseilles (about 500 miles), which twenty 
years ago over the roads preceding the present railway 
was performed in less than sixty hours, and now by rail, 
in 24 hours, required a whole month to make in the year 
1672. 

The destruction of feudalism by the French revolution 
of 1789 was the beginning of a new era in internal com- 
munications, and, but for the check which their develop- 
ment experienced in the almost incessant wars terminat- 
ing in the battle of Waterloo, Napoleon the Great would 
have carried into effect the magnificent system of roads 
which he had projected, and of which the Simplon and 
Mont Cenis are almost the only remaining monuments. 

The state of peace which followed his fall, however, 
favored a rapid improvement in this most important 
element of modern civilization, and Western Europe 
soon began to put on a new face in the department of her 
highways of commerce. In France the roads, divided 
into the three classes of “‘ national,’ “departmental,” and 
“vicinal,” which in 1815 possessed an aggregate extent 
of 12,000 miles of the two first classes, in 1844 had in- 
creased to (43,000 miles of those classes, besides 380,000 
miles of “vicinal,” or “neighborhood roads. 

England preceded the continent of Europe in the 
establishment of a system of highways. The Romans had 
intersected the Island at the beginning of the Christian 
era with two great lines dividing it at right angles, 
with numerous branches; but the semi-barbarous 
population, not being then prepared for the use of 
such road, they were suffered to decay, and the 
intercourse of the imhabitants after the retirement 
of their foreign masters was maintained for centuries 
chiefly over rough paths on foot or horseback. Charles 
the Second, a monarch who has in most other matters 
left but an indifferent record behind him, has this re- 
deeming fact to signalize his reign that in it the first turn- 
pike was made on which tolls were taken; but a century 
after this elapsed before any farther effectual attempts 
were made to follow up this forward step. Until the 
middle of the last century the pack-horse was the only 
conveyance in Scotland for short distances, a cart being 
employed only for long ones, and the carrier between 
Edinburgh and Selkirk, 38 miles, took a fortnight to 
niake the round trip. In 1678 passengers were carried 
in a six-horse coach between Edinburgh and Glasgow, 44 
miles, in three days, or at the rate of 14 miles a day, and 
even as late as 1750 it required 86 hours to perform the 
journey which is now made by rail in an hour and a half 
by ordinary trains. 

In 1763 a single coach left London for Edinburgh and 
Edinburgh for London but once a month, as it required 
two weeks to travel the 400 miles between those cities 
which is now traversed in a single day. 

Macaulay, whom (with some condensation of his lan- 
guage) I ask permission again to quote, as giving by far 
the most graphic description that I have met with of the 
condition of the highways of England at that era, says 
that, “on the best lines of communication the ruts were 
“deep, the descents precipitous, and the way often 
“scarcely distinguishable in the dusk from the unin- 
“ closed heath or fen which lay on both sides.” Travel- 
ers not uncommonly lost their way between large towns 
at short distances from each other. The whole breadth 
of the road was available for wheeled vehicles only in 
fine weather, and the way was often blocked up duringa 
long time by carriers, whose quarrels interfered with the 
passage of other travelers. Teams of cattle had almost 
daily to be procurred from neighboring farms to tug 
coaches out of the sloughs. Passengers in attempting to 
cross streams had to swim for their lives, and Thoresby 
in his diary records that in going from Leeds to London 





his way to Dublin was forced to walk a great part of 
the way between Conway and Beaumaris, in North 
Wales, his lady being carried in a litter, while his state 
coach was only, with the help of many hands, brought 
after him entire, it being customary for carriages to be 
taken to pieces at Conway, and borne on the shoulders 
of stout Welch peasants to the Menai Straits. The trav- 
eler of humble condition often performed his journey on 
a pack-saddle, between two baskets loaded with goods, 
and although the rich commonly rode in their carriages, 
drawn by four, and often by six horses, it was less 
from ostentation than because with a less number of ani- 
mals they would have stuck in the mud. In the spring 
of 1669 a great and daring innovation was attempted in 
the establishment of what was called a “ Flying Coach ”’ 
line, which, in the long days of an English summer on 
comparatively passable roads would make fifty, but in 
the brief sunlight and vile roads of winter not more than 
thirty miles a day. But although these miracles of 
swiftness were extolled as far superior to any vehicles 
ever known in the world, they were denounced by the 
saddlers and spurriers who lived by horseback transpor- 
tation, as ruinous to their business; while the inn-keep- 
ers, who thrived upon the detentions of travelers, and all 
whose interests were thought to be allied to those classes, 
joined in the outcry, and signed their names to petitions 
to the King in Council, that no public carriage should be 
permitted to have more than four horses, to staré oftener 
than once a week, or to go more than thirty miles a day! 
As a necessary consequence of this condition of things, the 
mounted highwayman, a marauder known to our genera- 
tion only from books, was to be found upon every main 
road, especially those which lay across the waste tracts 
near London, such as Hounslow and Bagshot heaths, and 
Finchley common, on which, often with the connivance 
of inn-keepers, the heroes of the road, Dick Turpin, the 
Golden Farmer, and that chivalrous robber, Claude 
Duval, practiced their reputable vocation. 

The speed, punctuality and safety with which the 
mails were carried, may be judged of from what has been 
said, and unless postage had been at high rates in those 
days, the Duke of York, to whom, after the restoration 
of the Stuarts, the net proceeds of that department were 
assigned, would have enjoyed but a sorry income from 
them. 

Arthur Young, a person of note in his day, describes 
several journeys which he made a century later, in 1770, 
over some of the most frequented routes in England, as 
full not only of discomfort but danger to the traveler 
from the risk of bruised bodies and broken bones—some 
of the roads full of ruts four feet deep and floating in 
mud, and others bearing the name of “ paved” roads 
being made, as he says, “ with a view to the immediate 
destruction of the traveler and his vehicle.” Yet he 
says that these very roads, execrable as they were, tray- 
ersed a “country abounding in towns, trade and manu- 
factures.” 

I need scarcely say to those whose recollection goes 
back as far as my own that the history just given is very 
fairly descriptive of the condition of many of our leading 
roads some fifty years ago. This was well illustrated by 
those connecting this city with Washington on the one 
hand and Havre de Grace and beyond on the other, 
which during the interruption of steamboat navigation, 
made the journey to Philadelphia one of from two to 
three days and sometimes of a week, if the Susquehanna 
happened to be made impassable by floating ice. 

You may well inquire in view of this last statement 
why, if those elements of prosperity could flourish at 
such times, are good roads so essential to the welfare of 
a nation? The answer is that the sea, which surrounds 
England on all sides and penetrates into its interior by 
numerous estuaries, afforded cheap transportation be- 
tween the towns and cities on tide water, while much 
had then been done to improve the navigation of the 
rivers. The canal system had also commenced by the 
opening of the first artificial water-course, in 1760, so 
that the trading and manufacturing centres were enjoy- 
ing facilities for transportation by water long before the 
roads for land carriage had become fitted for bearing in 
wagons the lighter and more valuable freights which 
could afford to pay the excessive rates charged for their 
conveyance. As already remarked, water carriage was 
the chief mode of transporting all heavy articles in an- 
cient times and continued so to be until less than a cen- 
tury past. England, having few or no navigable rivers 
in her interior and yet possessing a humid climate which 
maintained an abundant supply of water in her springs 
and brooks, could enjoy the advantages of internal navi- 
gation only by collecting their flow into artificial chan 
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nels, and this led to the establishment of her canal sys- 
tem. The Saukey canal, 12 miles long, was the first 
opened in 1760 for transporting coal from the St. Helen’s 
mines to the river Mersey. The “Duke of Bridgewa- 
ter’s”” Canal, from Manchester to Runcorn, 46 miles, soon 
followed and was brought into use in 1776—the year of 
our Revolution. The enlightened enterprise of this no- 
bleman, who was not satisfied to enjoy in idleness his 
paternal wealth, led him to project this work, which has 
been described as the “ model and root” of canal naviga- 
gation in England and has earned him a title more hon- 
orable than that which he had inherited from 
his ancestors. His engineer was the celebrated 
James Brindley, who, without the advantages of 
a professional education, possessed the rare genius which 
could dispense with the aids which that would have af- 
forded him. He planned and executed the work in all 
its details, retiring to his chamber and his bed, sometimes 
for days together, when desiring to give his undisturbed 
attention to the subject of his reflections, and, when he 
had perfected his design, going forth to carry it out with- 
out paper, scale or pencil, relying solely upon the perfect 
image of it, in all its particulars, in his own mind and 
memory. So wholly engrossed was he by his devotion 
to the subject of canal navigation, that when asked, 
somewhat captiously we may suppose, by some advocate 
of the previous system of river or slackwater improve- 
provement, “of what use rivers were,” he replied, “'To 
feed navigable canals.” This remarkable man, whose 
direct descendants (a most estimable family) now reside 
in the neighboring State of Delaware, planned and con- 
structed several other canals, and hydraulic works of 
great importance, the chief of which is the Grand Trunk 
Canal, from Birmingham to Runcorn, so named by him 
because he believed, and rightly, that it would be the 
trunk from which the numerous branches which now 
form the canal system of England would shoot forth. 

Canals, which are among the most important of engi- 
neering works, have thus been introduced rather more 
incidentally than they would have been, but that it was 
necessary to refer to them as I have done in connection 
with my remarks upon the roads of the earlier times of 
England, the defects of which they so largely contrib- 
uted to supply. To enter into much detail in regard to 
them would, however, interfere with what I propose to 
say upon other subjects, and I will therefore present a 
brief account of some of the chief examples of this 
highly valuable department of internal communication. 

Canals are divisible into two grand classes, viz: 

First, Those designed for general purposes of trans- 
portation between the interior of a country and its sea or 
river ports, in which case they perform, as far as they 
are capable, all the offices of roads upon land; and, 

Second, Those intended to connect great tidal rivers or 
arms of the sea, so as to shorten distances, save time, and 
diminish danger in coasting voyages. 

The first of these classes is much the larger of the two. 
In England it forms a complete network of inland navi- 
gation, there being no point on the island distant more 
than fifteen miles from a navigable water-course. The 
canals of England are generally quite small, the 
locks capable of passing boats of but seven or 
eight feet in width, and sixty-five or seventy 
feet in length. These little vessels, however, make up 
by their number of the frequency of their trips what 
they lack in capacity, so that the quantity of freight 
which is borne by them is prodigious, considerably ex- 
ceeding in most cases that which is carried by their 
rivals, the railways. This is due to the superior cheap- 
ness of transportation by water, at slow speeds, of those 
articles which weigh the most compared with their 
intrinsic value, and which theretore cannot bear any but 
low rates of charge—such as coal, crude iron; minerals 
of all kinds, and some agricultural products. Before the 
general introduction of railways into England, the 
profits of canals were very large, indeed truly enormous, 
as may be judged from the fact that the aggregate 
amount of the capital stock of fifteen of the principal 
canals had in 1822 risen to more than 73¢ times the 
price at which it was subscribed (the increase in one case 
being 17, and in another 35 times;) and no wonder, as 
the dividends in that year averaged 32 per cent. of the 
par value. The interest in the public mind in regard to 
railways was just then beginning to manifest itself, and 
although the actual competition with this new mode of 
transport did Lot come on till a number of years later, 
its forecast shadow so overclouded the future of canals 
as investments of capital that in 1828 the market price 
of the shares just mentioned had fallen 20 per cent., or 
to but six times what they had originally cost, although 
the dividends had actually risen to 36 per cent. upon that 
cost. 

The successful opening of the Liverpool & Manches- 
ter Railway, in 1829, was followed by a rapid develop- 
ment of the Railway system in Great Britain, and the 
competition between it and that of water carriage which 





had preceeded it began in severe earnest. One of the 
principal causes of the exorbitant expense of obtaining 
from Parliament charters for the construction of Rail- 
ways was the opposition of the canal companies, which, 
armed with the vast pecuniary means just noticed, could 
contend with their new found rivals with great odds in 
their favor in this age of venality and corruption. Still 
the brilliant advantages promised and indeed daily de- 
monstrated, by the new system of rapid travel and 
speedy transportation of valuable freight together, with 
the facination of all novel enterprises and the rage 
of speculation, enabled the railways to triumph 
over all opposition and to cover in the 
course of a few years the whole island witha network 
whose meshes were as close as those of the canals, whose 
profits year after year declined until they were reduced 
in many cases to very scanty dividends, not indeed upon 
their original cost, but upon the inflated prices to which 
their stocks had risen. Such indeed was the depression 
in their value in some instances as to suggest their 
abandonment or filling up and the laying of rails upon their 
former beds. Notwithstanding this, however, most of 
the British canals still carry the bulk of the mineral and 
agricultural and the heavier manufactured products of 
the country which do not require speed of transportation ; 
and the two systems have come to work witha fair degree 
of harmony when contrasted with the virulence of their 
former rivalry. Even in the conveyance of passengers 
upon routes between large cities, the canals, by means of 
light boats of suitable model and relays of fleet horses and 
to some extent by the help of steam power have been able 
toattain a speed, which, although not approaching to 
that of the railway, is fast enough when combined with low 
fares to invite the travel of the class whocannot afford to 
pay for the luxury of the superior mode of conveyance. 

The canals of continental Europe of this class came more 
slowly into existence than in England, but they bear 
about the same relation to the railways which compete 
with them for the carriage of freight, while there has 
been less rivalry in the conveyance of passengers than on 
the other side of the channel. 

This claseof canals in the United States fdérms a very 
important part of our internal improvement system and 
will always continue to do so although it is not 
probable that many more will be constructed. The Erie 
canal, 363 miles long, was begun in 1817 and opened in 
1825 with a breadth of forty feet and a depth of eight 


| feet, since enlarged to seventy feet wide and seven feet 


deep with new double locks ninety feet in length and 
fifteen feet wide. This is the principal work of the kind 
in our country. It has few bold features, excepting the 
aqueducts over the Mohawk & Genessee rivers, the high 
embankment across the Cayuga marsh, and the stairway 
of five continuous locks cut out of the solid rock at Lock- 
port. “With its branches, the Champlain, Oswego, Che- 
mung, Chenango, Cayuga, Crooked Lake and Black 
River canals, of an aggregate length of 850 miles, it 
forms a system of 713 miles of inland navigation, which 
by the Genesee Valley, the Delaware & Hudson and 
some smaller works of a total length of 258 miles is in- 
creased to 971 miles. The influence of such a system of 
inter-communication when the prosperity of the great 
State which it intersects has made it, in coanection with 
its extensive river, lake and sea coast and its superb sea- 
port, the commercial empire of the Republic. 

The Chesapeake & Ohio Canal of our own State de- 
serves to be mentioned as next in size and capacity, be- 
ing sixty feet wide and six feet deep, with locks of the 
the same size as those of the enlarged Erie canal. The 
objects originally aimed at by this important work 
have been but partially accomplished, nor are likely 
to be ever attained by its extension to the western wa- 
ters; but itisof great value to the State of Maryland and 
Virginia and the country at large as a carrier of the coal 
from our Western county (Allegheny). 

The State of Pennsylvanla has her canal system, em- 
bracing 982 miles of water carriage, about equalling in 
length that of New York, notwithstanding the more 
broken and mountainous topography of her territory. 
Her main line between the Susquehanna and the 
Ohio is now, indeed, only partially maintained by 
the railway company into whose hands it has fallen. 
The other branches of her inland navigation, by which 
the Susquehanna, the Delaware and the Schuylkill are 
improved, are large carriers of coal and other minerals. 
The canal connecting the Ohio river with Lake Erie is 
also a work of importance to the western part of the 
State. All these canals are of the smaller class as to 
breadth and depth. 

The enterprising State of Ohio early completed a 
system of canals of similar section and capacity to those 
of Pennsylvania, the principal one of which divided her 
territory from North to South with a line of 307 miles 
in length and, together with other important lines in- 
tersecting her area in other directions, formed an aggre- 
gate of 764 miles. 





The State of Indiana also connected the Ohio and 
Lake Erie by the Wabash canal, and Illinois the Missis- 
sippi and Lake Michigan by the Illinois & Michigan ca- 
nal, now being deepened and enlarged so as.to permit the 
waters of the lake to flow into those of the river without 
obstruction, as they probably did in the remote ages of 
the past. 

The entire extent of canal and slack-water in the 
United States is somewhat over 3,000 miles, of which 
about four-fifths are in the Northern and one-fifth in the 
Southern States of the Union. 

[TO BE CONTINUED. ] 
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“ Cantabit vacuus coram latrone viator.” 





BY PAUL STORK, 





By what subtle poison, or by what process of reason- 
ing and deduction, is the transition made so casy and so 
rapid, with many froma simple desire, expressed with 
modesty, to obtain a fiugal living by employment upon 
a railway, to the disquieting feeling, once in its employ, 
that the company not only owes its servants good wages 
for fair work, but special facilities to acquire wealth,— 
not the wealth that is to be obtained by hard work, keen 
discernment, or careful economy successfully practiced 
through a serics of years, but wealth immediate, palpa- 
ble, and to them overwhelming. Whether this transi- 
tion of sentiment, so utterly subversive of every feeling 
of regard for the trust confided to them, is merely the 
vitalization of some latent disease inherent in the sys- 
tem that only the contact of a vast corporation can de- 
velop into full force and vigor, or whether it arises from 
misconception or the malaria of bad management, is a 


question that the most thoughtful have been 
unable to answer satisfactorily; but certain it 
is, that one of the most troublesome and 


embarrassing of the many stubborn obstacles that 
the scrupulous railway officer has to contend with, are 
those arising from this mania for quick and undeserved 
wealth, The officer is appealed to by this class of sub- 
ordinates in many different ways, but the object avowed 
is always the “interest of the company.” Usually it is 
by making the applicant practically, a monopolist, that 
the thing is to be accomplished. They really do not ap- 
preciate the absurdity of their demands and in consequence 
a refusal embitters them. 

On the other hand, the great outside world, teeming 
with crafty and unscrupulous men, thoroughly alive to 
the opportunities of railway officers, is ever seeking 
to corrupt or use them, and in the furtherance of 
this infamous object, their sympathies are played upon ; 
their pride is flattered ; their slightest whim is humored ; 
the most intoxicating social courtesies are lavished upon 
them; genial company, extravagant dinners, and the 
choicest wines tempt them, These last, only within the 
reach of the cultivated and the rich, are disguised under an 
outward exhibition of warm personal regard. All these 
servile attentions and enervating allurements _fail- 
ing to accomplish the object sought, the officer's cu- 
pidity is excited ; he is subjected to temptations at once so 
advantageous and so secure from detection, that it is a 
matter of astonishment that so few have fallen, Butthe 
peculations of these few, upon every road so unfortu- 
nate as to be cursed with them, while not actually con- 
taminating their associate officers, serve to create dis- 
trust and suspicion, and the fruit of this distrust and sus- 
picion is the utter demoralization of all the weak and 
dishonestly inclined amongst the rank and file, until the 
whole road becomes honey-combec and rotten, Corrup- 
tion rears its front in every field. Beaten back by har- 
rassed and discouraged officers, it is not crushed, but, 
Pheenix-like, it rises from its ashes omnipresent, insidu- 
ous, persistent. It is a league bound together by 
plunder, vindictive and terrible to those who oppose it. 
Its watchword is gain, its device personal aggrandize- 
ment. Its disguises are ingenious and plausible, and 
as impenetrable as the night. The air may be charged 
with corruption, but when an effort is made to analyze 
it, it melts away and is lost under the shadow of some 
plausible explanation or pretext. 

As the smooth and inviting surface of the sunny beach, 
cooled by the winds and layed by the soft murmuring 
waves, is oftentimes but the shining cover to a treach- 
erous quicksand, so, under various specious pretexts, the 
revenues of the company are frittered away. To-day, by 
the building up and extending of business, already strong ; 
to-morrow, by nourishing some unproductive enterprise, 
that is eventually to result in great gain to the company ; 
the day following the company is plundered, under cover 
of some ambiguous contract; and that is, in its 
turn, followed by the farming out of valua- 
ble franchises. In the meantime, favored manu- 
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facturers and  patent-rights-‘men are being en- 
riched by a monopoly of the purchases for the road; 
for no competition can consistently be conceded in mak- 
ing these purchases. The intelligent heads of subordi- 
nate departments have in their several specialties, so far 
as possible, been educated up to that high state of per- 
fection that renders them quite unanimous in their pre- 
ferences. 

To pursue a systematic course of venality success- 
fully, an officer must have the good will and the active, 
heedless support of his subordinates: and men outside 
of the army have no enthusiasm or love for those who 
hold them to a searching responsibility. Hence to se- 
cure the support and the silence, of his subordinates, the 
speculative officer must make concessions, grant favors, 
overlook faults, wink at dishonesty, and Iet the efficient 
remain unnoticed. And thus, incidentally, the pecula- 
tions of the officer are multiplied a hundred fold lower 
down the line. 

This unbridled license, then, is the secret, the basis, of 
the local popularity of the‘very few of our railway offi- 
cers who can lay any claim to popularity. 

To the unthinking the occasion and the soul of this 
popularity is their bon homme, the irresistible fascina- 
tion of their manner, the magnetism of their presence, 
the vast power they wield, or their innate goodness and 
purity. Now, while we have very many officers who 
possess all of these pleasant characteristics, still they are 
not popular. They occupy no pedestal a focus for ad- 
miring eyes; they are respected but not loved; 
they are nowhere spoken of with special enthu- 
siasm; their presence on the road is not remarked 
with intense delight; the lowly track-man resumes his 
work, nor stops to gaze with awe and wonder after the 
fast. receding train which bears them swiftly along the 
line; they are nowhere hailed as gods; there is no com- 
munity of interest. On the contrary they stand as a 
wall of iron between the company and the sea of cor- 
ruption and unfair advantage that threatens to over- 
whelm it. 

Railway employee’s, as a whole, are honest, thoughtful, 
and discerning men. In their offices, however, they gen- 
erally mistake a Quaker gun for a cannon of wondrous 
caliber and approved metal, and their idols are those who 
allow them the greatest latitude. So, with scarcely an 
exception, it is reserved for the popular officer already 
sketched to awaken the latent enthusiasm of the roadway 
and its adjuncts. This enthusiasm, at first feeble and 
confined solely to the interested few, is as- 
siduously cultivated, and it rapidly becomes a 
tower of strength and the beacon light of a 
powerful, aggressive, and always dominant faction. 
Its fires are fed with the unpopular—because restrictive— 
measures introduced by associate officers; the most 
healthful reforms are held in aversion and contempt be- 
cause of the studied indifference with which the popular 
officer treats them; he listens with a smile of approval 
to complaints and criticisms, the effect of which is to 
undermine and destroy the usefulness of associates 
and subordinates whom he knows to be faithful. The 
industrious and scrupulous officer is to him a pack-mule, 
an object of derision, who neglects his opportunities and 
interferes with the opportunities of others. When dis- 
aster looms up threatening extermination to the incom- 
petent or dishonest, their eyes turn confidently to him 
who is at once their patron and their slave. His instincts 
and his selfish interests prompt him to shield them, and 
what in its inception promised great good to the compa- 
ny is perhaps defeated, and the officers connected with it 
rendered doubly odious, by failure. 

The popular railway officer is at once the envy, the 
wonder and the terror of his plodding associates—envy, 
that he should be so courted, wonder, that the source of 
his popularity should not be discerned, terror, occasioned 
by the knowledge that he is ever extending and incrcas- 
ing his popularity at their expense. And the presence 
of one upon a railroad makes the position of Auditor 
(unpleasant and without honor at best) exceedingly un- 
desirable. 

The popular officer despises accounts. He is superior 
to facts. His is an ideal world, where the favored get 
rich and where dividends are paid in stock. He lends 
the poor Auditor, whose power is scant and whose duties 
are obnoxious, no aid or encouragement. It would not 
do: partly because carefully recorded facts are distaste- 
ful to him as a rule, and partly because it would not in- 
crease his popularity ; for the honest and capable are but 
human, and while they cannot and do not pretend to 
question the necessity of checks, they nevertheless view 
with complacency any mishap or embarrassment that 
may befall those who rigorously enfotce them. 

To any Auditor who may be so unfortunate in his as- 
sociations as to be compelled to work in connection 
with such an officer as has been sketched, our 
advice is: Give him as wide a berth as_ possible. 
You are allowed no discretion, are delegated no powers, 





and are not expected to perform the duties of a Prose- 
cutor; but, if in the honest discharge of your 
duties you unavoidably develop facts or perform duties 
that are distasteful or injurious to him, and you thereby 
excite his malignancy, still, notwithstanding any dispar- 
ity there may be in your relative positions, keep on in the 
even tenor of your way, discharging faithfully every duty 
you owe to the President and Directors, who are to 
you, and to every local officer, the Company, and as 
such should be implicitly and blindly served. 

Having discharged your duties honestly, if you are 
driven from your position through the machinations or 
in consequence of the influence and power of your popu- 
lar adversary, then, being free from offieial restraint, with 
a clear conscience and the facts in your possession, make 
your appeal to a tribunal that cannot be ignored or 
suppressed. With cuneus cuneum trudit for your motto, 
let it be a war of extermination, and though you cannot, 
nor perhaps desire to, regain your old position, you will 
at least have succeeded in doing the service you have 
temporarily left a great and estimable good; for Bonis 
nocet quisquis pepercerit malis. . 
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New OR eEans, La., April 8, 1870. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

The new form and general features of the RAmRoAD 
GAZETTE have been complimented very much by those 
who have seen it here. I like its convenience, general 
excellence, news and handsome appearance very much. 
It contrasts very favorably with the old, inconvenient 
blanket size and form. 

The railroad managements, cliques, combinations and 
legislative ring operators have succeeded in placing the 
affairs and interests of the New Orleans, Jackson & 
Great Northern Railroad in the most unfathomable mud- 
dle I ever attempted to examine. The election for Di- 
rectors angl general officers will take place on the 27th of 
April, and anticipatory of that period, the parties who are 
for and against the present organization are employing 
every means they can possibly use to accomplis® their 
designs. At present the parties who lately purchased 
the scrip, which represents eighty thousand shares of 
railroad stock, have been enjoined from using them in 
any manner that would prove detrimental to the interests 
of the city. As these agents are operating for the pro- 
prietors of the Mississippi Central, and have secured pos- 
session of the certificates, you can readily comprehend 
the advantages which these nine points of the law give to 
them. This party has secured an injunction against the 
present administration of the New Orleans, Jackson & 
Great Northern Railroad, which prevents the company 
from using any of the franchises involved in the bonds 
and representative scrip that are in dispute. The pros- 
pect is that there will be an era of litigation concerning 
the subiect, which will cost more than the value of the 
interest which is at stake. 

The late Legislature opened a very Pandora’s box of 
evils, and in casting them on this community, was so 
improvident as to cast hope also out of the account. One 
of the queerly worded laws that applied to the railroad 


- bills was so loosely jointed that the company construed 


their franchises to mean certain exclusive wharf and 
other privileges. This led to a grand clash between 
Chas. Morgan, who arrays his immense steamer interests 
against the railroad claims of the New Orleans & Mobile 
Railroad. Injunctions were secured, and thus at present 
we have the strange and anomalous peculiarity of both 
parties being enjoined from crossing each other’s tracks, 
switches and working parallel lines. I suppose that the 
longest and heaviest purse will win the battle in the long 
run; for there is no prospect of a compromise of the rival 
interests. 

The late disasters on the Mississippi Central have had 
an unusually adverse influence on the line hence to the 
North. The receipts have fallen off to an unprecedented 
extent. As, however, the route is the only speedy means 
of reaching the Eastern cities, a large proportion of the 
travel hence is forced over the line. The steamers, how- 
ever, go crowded daily with passengers to Memphis, 
Cairo, Louisville, and St. Louis. The annoyance attend- 
ing the failure of the mails has become so great that the 
attention of the General Government has been invoked 
in behalf of our people. Our mail facilities are simply 
ridiculous, farcical and comparatively useless. 

The Mobile & Ohio {Railroad Company reports that 
two thousand families of Swedes, Danes and other im- 
migrants have located along the line of that road, and 
their profitable industry is proving vastly beneficial to 
the vicinities where they have settled. 
its shrewd President, Mr. Murdoch, is to make a local in- 
terest sustain the line. Hence the road invites immi- 
grants, provides the low rate of one cent a mile for fares 
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on the trains, assists them to locate at good points, and 
secures lands for them at low figures and convenient pay- 
ments. The other roads charge two cents a mile fare 
and do not use any vigorous means to secure a good 
class of well-to-do immigrants. The Mississippi & Ten- 
nessee road, however, isanexception. Ithink, however, 
that a vast proportion of the material which is being in- 
troduced into certain sections by speculating immigra- 
tion agents is of a very uncertain and unreliable charac- 
ter. I refer especially to the class of persons gathered 
from the purlieus of cities, who are not experts in or 
adaptable to rural uses. These will prove useless, 
make the system which is now general a failure, 
and disgust the experimenters with the plan and its 
stock of supply. There isan average supply of about 
two hundred foreign immigrants every month to the 
States of Mississippi and Louisiana. Those brought 
hither from Europe are usually fine laborers and adapted 
to agricultural uses, but all others are of very doubtful 
service. 

The Decatur and Montgomery Railroad, in Alabama, 
has about twenty-five miles of track laid and trains run 
irregularly. This section is through a very poor agri- 
cultural region, and hence there will be comparatively 
no paying business until the road is placed in good order 
to Blounts’ Springs and the rich mineral and farming re- 
gions about Elyton. The contractors are hurrying the 
work to be ready for the fall trade of 1870. CLAUDE. 
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Curnton, Iowa, April 12, 1870. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

A prominent railroad President recently announced 
the true policy of railroads to be the development of 
“local business.” It is a mistake to suppose that with 
the competition existing and prospective along the great 
channels of trade, any one line can draw to itself an 
amount of business disproportionate to and above what its 
competitors will obtain. While the “through business ” 
is fluctuating in extent, its value at the mercy of rival 
lines often controlled for personal interests by unscrupu- 
lous men, and in disregard of the welfare of their roads, 
the “local business” is secure, certain, and when prop- 
erly aided, increases year by year. This policy applies 
to Western as well as Eastern roads—to those in Iowa as 
elsewhere. It is hardly reasonable to suppose that the 
one line of rails between Omaha and San Francisco will 
support the three competing routes now in operation 
across our State. We have watched with interest the 
building of these great aids to commerce, not merely be- 
cause it gratified a personal feeling to see the trains pass 
our door-ways laden with the interchangeable riches of 
the remote East and West, but because we saw in them 
the means of a speedy development of the resources of 
our own State. 

Iowa has been accused in some quarters of being un- 
friendly to railroads. On the contrary, she has been 
most liberal with them; and only the too free use of 
power, the persistent attempt to extort rather than assist, 
which has marked the management of certain railroads, 
has led the people to demand “ protection.” Their in- 
terests are identical with those of the roads; their pros- 
perity rise and fall together. With this view, charters 
were granted conferring on railroads exclusive and ex- 
traordinary powers. It was expected that each additional 
mile of iron laid would be so much contributed for the 
improvement of our State; and for no other purpose 
were unusual and extraordinary rights and powers 
given to such corporations. Illinois does not legislate for 
the purpose of developing the resources of Ohio 
or Indiana, except as such legislation would result to her 
own benefit. Neither has Iowa chartered railroads with- 
out the expectation of obtaining the benefits resulting 
from their proper management and a policy on their 
part which will most speedily build up the “local busi- 
ness” of the localities through which the roads may pass. 
It is doubtful if legislation is the proper remedy for the 
evils complained of, but our roads have it in their power 
not only to avoid unfriendly legislation, but to make the 
prosperity and interests of the State identical with their 
own. To do this requires but the building up of “local 
business.” Between Clinton and the Missouri river are 
unnumbered acres of fertile soil “waiting but to be 
tickled with the hoe to laugh with a harvest,” exhaust- 
less beds of coal and marble, and a healthful climate, in 
a State rivalling all others in the intelligence and virtue 
of its people and the character of its domestic institu- 
tions. These vast prairies will not many years hence be 
cultivated by a thrifty people seeking an outlet for their 
products, That day will come soon or late, as railroads 
may encourage or discourage “local business,” and it 
may also become a question which of the present roads 
will reap the harvest. To illustrate: The county first 
west of this is Cedar; in agriculture the first in the State ; 
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rich in cattle, hogs, and all kinds of farm products; its 
people, prosperous in their own homes, have been vain- 
ly striving for years to obtain a railroad north and south 
through their county in connection with the Northwest- 
ern or Rock Island. The road-bed has been prepared 
and offered asa donation to any operating company, 
but has found no takers. The bulk of the trade of 
Cedar county must eventually go either to the North- 
western or the Rock Island, and whichever prepares for 
the future by taking advantage of the present will be 
largely the gainer. The same reasons apply to all coun- 
ties near the Iowa Division of the Nerthwestern. With 
branches judiciously located, extending like fingers into 
the rich storehouses of Central Iowa, that corporation 
would forever hold in its hand the trade of a great and 
procp2rous people; but this trade may be materially di- 
verizu to other or new lines. The company which first 
proclaims its policy in Iowa to be the development and 
protection of “local business,” will have the cordial sup- 
port of the people. Yours, 
OcCASIONALLY. 








MISCELLANEOUS. 


—lIsrael Parker, of Belfast has contracted, for the sum 
of $17,000, to erect all the stations, warehouses and wood- 
sheds on the Belfast & Moosehead Lake Railroad. 


—An enthusiastic celebration was held in Fairfield, 
Towa, on the 31st ult., to enable the citizens to evince 
their joy over their success in securing the Chicago & 
Southwestern Railway, which Ottawa also expected to 
get. One judge got a gold-headed cane and another a 
gold watch as testimonials for their services in securing 
the location through Fairfield. 

—On the 11th inst. Mr. Sumner offered a resolution in 
the Senate directing the Committee on Agriculture to in- 
quire what legislation is necessary for the regulation of 
the transportation of cattle and other animals on rail- 
roads of the United States, so as to secure for them suffi- 
cient space and ventilation. 

—It is proposed to build a new union depot in Pitts- 
burgh. 


—The Detroit & Milwaukee conductors who were ar- 
rested some time ago on charge of appropriating to their 
own use money received for fares, were brought into 
court at Detroit on the 12th inst. and discharged at the 
request of the Prosecuting Attorney. That officer said 
that he had no evidence against them. Whether this 
lack of evidence was because none existed or because the 
company refused to present it, we are not informed. 
Several similar cases fell with these. 

—It appears that the recent collision on the Chicago, 
Burlington & Quincy Railroad was occasioned by the 
bursting of the steam chest of the rear locomotive, after 
it had been reversed. This rendered it impossible to 
check the train. The coroner’s jury in its verdict said, 
“that while we regard the occurrence as most deplorable, 
“still we regard it as purely accidental, and that no per- 
‘son contributed to it by criminal negligence or careless- 
“ ness.” 

—The trustees of the San Antonio & Mexican Gulf 
Railway advertise for sale, undera mortgage, the section 
of road between Lavaca and Victoria, Texas, 2744 miles, 
together with all the depot buildings, engine houses, 
rolling stock, bridges, &c. 

The rolling stock includes two locomotives and sixteen 
cars. The sale is to be for cash, and is to take place 
at Indianola, Texas, on the 4th of June. 

—The Missouri Transfer Company has obtained a fine 
new ferry-boat to ply between Council Bluffs and 
Omaha. It was built in Pennsylvania, and is called the 
“H. C. Nutt.” 

—Alexander Benham is running a line of stages be- 
tween Oregon, on the Union Pacific, and the Sweetwater 
Mines. 

—The Terre Haute (Ind.) Gaeette says: “It is a fact 
of which most citizens are not aware, that, upon the com- 
pletion of the Danville & Bloomfield Railroads, there will 
be but five cities on the continent at which more rail- 
roads converge than Terre Haute. These cities are New 
York, Philadelphia, Boston, Chicago, and Indianapolis. 
Besides these, St. Louis will be the only city having a 
number of railroads equal to Terre Haute. 

—On the 4th inst., Messrs. Bailey & Weightman ship- 
ped at Omaha, on the steamboat Elkhorn, 20,000 bushels 
of corn, for New York, to go all the way by water, the 
Elkhorn taking it to St. Louis, the East St. Louis Eleva- 
tor transferring it to barges which will take it to New 
Orleans, where an elevator will transfer it to a sea-going 
vessel which will take it to New York. The cargo was 
billed through at 5934 cents per hundred, or 333¢ cents 
per bushel, The rate from Chicago by rail is now 25 
cents per bushel, 

—Richmond, Ind., is te have a handsome and con 
yenient new passenger depot, to cost about $125,000. 
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OLD AND NEW ROADS. 








Intercolonial, 

It is now proposed to build the Canadian Intercolonial 
Railway with a 3ft. Gin. gauge. The number of bids 
made for constructing four sections of this road, embrac- 
ing in all ninety miles, was 249, varying enormously, the 
first from $175,000 to $700,000, and the rest correspond- 
ingly. For three sections advertised for the 5th of April, 
1869, 253 bids were made. Contracts have been let for 
251 miles of road, the aggregate amount being $3,567,022 ; 
but nearly half of these contracts have been annulled. 
They are to be relet during the present month. Four 
more were to be let on the 4th inst., and these, with those 
previously let, cover 325 miles of the line. The remain- 
der, 1174¢ miles, isto be put under contract this season. 
Oswego to New York. 

We learn from the Buffalo Commercial Advertiser, that 
last Monday a broad-gauge daily passenger train com- 
menced running through between Oswego and New 
York, passing over the Oswego & Syracuse, the Syracuse 
& Binghampton, fourteen miles of the Erie Railway 
(Binghampton to Great Bend), and thence by the Dela- 
ware, Lackawanna & Western, and the New Jersey 
Central. The distance by this route is 310 miles. The 
time of running is fourteen hours. Trains leave Oswego 
at 7:00 a. m., and reach New York at 9:00 p.m. In the 
other direction, they leave New York at 9:00 a. m., and 
reach Oswego at 11:10 p. m. 

New York. Utica & Ogdensburg. 

A company has lately been organized to build this 
road, The route is described as follows: “From Mon- 
“ ticello, Sullivan county, (where it intersects with the 
“ New York & Erie), through Sullivan, Delaware, and 
“ Otsegozcounties to Utica, and thence to Ogdensburg, 
“ bringing the latter city 100 miles, and Utica 60 miles 
“nearer New York than by any present means of rail- 
“ road transit. The route is 120 miles in length.” 
Pennsylvania Railroad, 

The Pittsburgh Commercial says: 

“We observe that the vetoed ‘Omnibus’ Railroad Bill 
“is spoken of as a monstrosity of the Pennsylvania 
“ Railroad Company. While it is probable that the 
“company gave its assent to the bill, it is more than 
“ likely that the failure of the measure is attended by no 
“ particular regrets, as it relieves the company from en- 
“ gagements involving several millions at a period when 
“ those already entered into will tax heavily its resources. 
“Of the several parties interested in the fate of the 
“ measure probably the Psnnsylvania Railroad Company 
“feels that it is the smallest loser by the failure,” 

Rates on the transportation of oil from Pittsburgh to 
New York have been reduced thirty cents a barrel, to 
Philadelphia twenty-five cents, and to Chicago the rate 
has been reduced from one dollar to ninety cents. 

The Pittsburgh Commercial of the 5th inst. says: “Itis 
“reported that the Pennsylvania Central Company 
“ have leased the Erie & Pittsburgh Railroad. Of the 
“ seven different roads running to and from Pittsburgh, 
“ six are either owned or controlled by the Central. The 
“ exception is the Pittsburgh & Connellsville road. It is 
“ not believed that any immediate danger exists that this 
“ road will fall into the possession of the Central. Con- 
“sidering its western connections, however, there is 
“ less certainty.” 

Milwaukee & Lake Shore. 

The Manitowoc Tribune reports enthusiastic meetings 
there in fayor of a railroad from Milwaukee to Green 
Bay, and voting a tax of $250,000 in aid thereof, the ex- 
pectation being that the road will de built within three 
years. 

Columbus’ and the Chesapeake & Ohio. 

It is proposed to connect Columbus with the Kanawha 
branch ofthe Chesapeake & Ohio Railroad, by building 
a road from Logan, a station on the Hocking Valley 
Railroad, fifty miles southeast of Columbus, in a direc- 
tion east of south to Gettysolis, on the Ohio river, cross- 
ing the Marietta & Cincinnati at Hamden. It would be 
about fifty-five miles long. 

Grand Rapids & Indiana. 

From Gen. Hugh McKee, of the firm of Hugh McKee 
& Co., who are building the section of the road between 
Fort Wayne, Ind., and Sturges, Mich., we learn that the 
track was laid about twelve miles south of Sturges (to La 
Grange), and two miles north of Fort Wayne, on last 
Saturday. The grading is’nearly completed, and it is ex- 
pected that the track will be completed by the 10th of 
June, and cars running by the ist of July between Fort 
Wayne and Sturges’ When this section is com- 
pleted, work will be commenced immediately on the line 
between Sturges and Kalamazoo. This line was graded 
long ago, and the work required in preparing the old 
road bed will not be heavy. It is intended to build this 
part of the road also this season. Then there will re- 





main the section between Kalamazoo and Grand Rapids 
to be built before a connection is made with the northern 
division of the road, which now extends about forty 
miles north of Grand Rapids, and is to be extended forty 
miles further during the present year. 

Des Moines Valley, 

Work on the extension of this road was re-commenced 
on the 12th inst., at the present terminus, ten miles south- 
west of Fort Dodge. 

New York & Oswego Midland, 

Hon. D. C. Littlejohn, the President, in his annual re- 
port says that 124 miles of road, from Oswego to Sidney, 
has been built; grading and masonry for more than sixty 
miles more have been finished and iron and ties to com- 
plete it purchased, within the year. The statement of 
account on the 22d of March, 1870, is as follows: 


Receipts from town and ny gumeesiptens bbesenaes $3,933,784 48 
Receipts from first mortgage bonds......... ......05065 2,840,470 00 
$6,274,254 48 
Cost of road between yw gh and Sidney, 
including the New Berlin branch....... $5,007,497 48 
Cost of telegraph between Oswego and 
nvaeussescnsnanecsvecscendimeanta 15.696 43 
Cost of Bosastes IO 98,852 
Cost of road south of Bidney Plains....... 900,163 19 
Amount advanced for fuel (mostly on hand) 58,444 
Interest and commissions on sale of bonds 65,778 74 
———_ 6,136,433 61 
BE OS Ty. onc c0ccncoccsonguanseccbbatns states $137,820 87 


Theroad hascost more than the original estimates, part- 
ly because of unexpectedly heavy work and partly be- 
cause a better mode of construction was adopted. 

The eastern section of the road, from Middletown to 
the heart of Sullivan county is to be in operation before 
fall, charters for the New Jersey end of the line have 
been secured and with them large local subscriptions, and 
with the State aid asked (granted in part since the report) 
the President believes that the whole line will be com- 
pleted from Oswego to Jersey city in a little more than 
a year. 

Belleville & O'Fallon. 

Work is progressing on this line, which will connect 
Belleville, Ill., with the Ohio & Mississippi Railroad, and 
give its people a route east and north without going to 
St. Louis. 

St. Louls & Southeastern, 

The contract for building the section of this road be- 
tween East St. Louis and Belleville has been let, also for a 
part of the line between Belleville and Nashville, the 
western terminus of the completed part of the road. 
Burlington & Southwestern, 

The Centerville Loyal Citizen says that in the consoli- 
dation of what was known as the “ Robinson State Line” 
road with the above road, it was agreed that Farming- 
ton and Nine Eagles should be points on the line. The 
course of the line will be nearly due west as far as Nine 
Eagles or Pleasant Plains, in Decatur County, and very 
near the State line. Thence its course would be south- 
westward to Rulo, Neb., nearly parallel to, and about 
thirty-five miles from the Chicago & Southwestern, This 
paper thinks that this road has been projected by Mr. 
Joy as a checkmate of the Iowa Southern, which is in- 
tended to cross the southern tier of counties through the 
county seats, and is supposed to have the support of the 
Pennsylvania Railroad Managers. 

The Burlington Hawkeye answers that Mr. Joy has 
nothing to do with the Burlington & Southwestern, and 
that J. Edgar Thompson, President of the Pennsylvania 
Company, and Charles L. Frost, late President of the 
Toledo, Peoria & Warsaw, are the trustees named in the 
mortgage of the Burlington & Southwestern. The 
Hawkeye adds: “Since the consolidation with the Robin- 
“son road, another consolidation has been made, with 
“the Fort Madison & Farmington road, and all conflict- 
“ing interests harmonized, and the line will be completed 
“to the North Missouri road during the present summer, 
“whether at Bloomfield, Moulton, or some new town, 
“will no doubt be determined by the material aid fur- 
“nished. The company has secured 6,000 tons of iron, 
“to be delivered at New Orleans by the 1st of July; 
“3,000 tons are designed to complete (with what is al- 
“ready laid) fifty miles in Nebraska, the other 3,000 tons 
“will be put down, commencing at the Junction, or 
“ Painter Creek, six miles below Fort Madison, on the 
“ Keokuk & Burlington road, and will reach some twenty 
“miles west of Farmington. Negotiations are now pend- 
“ing for 1,500 tons more, to complete the line to the 
“ North Missouri road.” 

“The Burlington & Southwestern Company was organ- 
“ized and is being prosecuted with a view to building a 
“ railroad, and that at the earliest possible day ; numbers 
“among its managers, gentlemen of experience, energy 
“and enterprise in Jowa and at the east, has no quarrel 
“with any other road, but desires to be friendly with all ; 
“under a very favorable arrangement with the Keokuk & 
“Burlington Company it will use the road of the latter 
“from Burlington to Painter Creek station, 26 miles. 

“ The engineers are now in the field locating the line 
“from Painter Creek to Farmington, work upon which 
“ will be commenced immediately.” 


— 
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Evansville, Henderson & Nashville. 

Work is progressing rapidly south of Madisonville, the 
present terminus of the road, and the road will soon be 
completed to the coal fields of Hopkins county, Ky. The 
building of the section from Madisonville to Hopkins- 
ville, 85 miles, will complete the route from the Ohio 
river to Nashville and open a new and very short route 
between Nashville and Chicago. 

Pacific & Missouri. 

This company asks for permission to lay a track on 
Poplar street to the levee, in St. Louis, to be used only in 
the night. Mr. Bridge, the new President, says that the 
company cannot now afford to condemn and pay for a 
right of way. 

St, Joseph & Denver. 

The route for this road has been surveyed and staked 
from its present terminus, forty miles west of St. Joseph, 
to Kearney, on the Union Pacific Railroad. It is to be 
built to Marysville, sixty miles west of Hannibal, this 
year, 

Holly Springs, Brownsville & Cairo, 

The proposed line of this road runs nearly due north 
and south; starting from Holly Springs, Mississippi, it 
crosses the Memphis & Charleston at Moscow ; the Mem- 
phis & Louisville at Brownsville, and thence, by way of 
Union City, toa point on the Ohio river opposite Cairo. 
tron Mountain, 

The company is preparing to build a section twenty 
miles long from Pilot Knob southward, to form part of 
an Arkansas line. This section has very heavy grading 
and rock work, and it is thought that the preparation of 
the road bed will cost half a million. By a law of the 
Missouri Legislature in 1858 the road is to have a subsidy 
of $15,000 per mile. It has also a land grant. This sec- 
tion will be built in the direction of Bruno, Wayne 
county. 

The company has ordered 100 new freight cars to be 
delivered this rhonth. 

The company is trying to make arrangements for 
through connections with the Nashville & Northwest- 
ern Railroad, which has its terminus at Hickman, about 
twelve miles below Columbus. This is to be done by 
extending the Northwestern from Hickman up the 
river to Columbus. Negotiations have progressed so far 
that a survey has been ordered. 

Quincy, Missourl & Pacific. 

On the 7th of August last the city of Quincy voted by 
a majority of more than nine-tenths in favor of issuing 
$500,000 in bonds for the aid of this road. A few days 
ago the Common Council was preparing to advance 
$30,000 of these bonds to pay for the grading of the first 
section, when an injunction restraining such an issue 
was obtained. The ground of the injunction is that the 
city cannot legally issue bonds for an improvement in 
another State without first obtaining special authority 
from the Legislature. It is reported later that the in- 
junction will be withdrawn. 

Adair county, Mo., has voted $100,000 to the capital 
stock of this road. The survey of the northern route of 
the road, from the Mississippi to Edina, has been com- 
pleted. 

Mobile & Ohio, 

A St. Louis paper is “reliably informed” that this 
road will be extended this season from Columbus to a 
point opposite Cairo, thus completing the all rail 
route from Chicago tothe Gulf by way of Cairo. St. 
Louis charges that it has been a disposition to favor the 
Illinois Central which has caused the Mobile & Ohio to 
neglect the opportunity to complete a route for through 
cars between St. Louis and the Gulf by building an in- 
clined plane at Columbus. 

Evansville, Terre Haute & Chicago. 

One hundred thousand dollars of the Terre Haute city 
bonds have been delivered to the Evansville, Terre Haute 
& Chicago Railroad Company, and $100,000 stock in the 
road has been received by the city. It is expected that 
the bonds will sell for 90 cents on the dollar in the New 
York market. 

Chicago, Cincinnati & Louisville, 

This road extends from Laporte, Ind., to Peru, 73 
miles, connects with the Lake Shore & Michigan South- 
ern for Chicago and the Peru & Indianapolis for Indian- 
apolis, Louisville and Cine‘nnati. The bonds of the com- 
pany to the amount of $1,000,000 are offered in the New 
York market. They bear? per cent. and are offered 
at 85. 

St. Louis, Vandalia & Terre Haute, 

The new bridge for this road across the Wabash is 
nearly completed. It will complete the connection to 
Terre Haute. Regular trains are expected to run after 
the ist of May. 

Decatur & East St, Louis. 

A telegram from St. Louis announces that the Toledo, 
Wabash & Western Railway will immediately commence 
building a northern extension of this road, from Decatur 
to Chicago. 





Dubuque & Milwaukee, 

The part of this road formerly known as the Platte- 
ville & Calamine Railroad is to be finished by the first of 
June. It extends from Calamine, a station on the Mineral 
Point Railroad, nearly due west sixteen miles to Platts- 
ville. 

West Wisconsin, 

This company is offering its seven per cent. gold bonds 
in New York. They are secured by the seventy miles 
of road completed and a land grant of $1,000,000. 
Davenport & St. Paul. 

A large force of men is at work on the line between 
Davenport and Maquoketa, and Maquoketa and Wyom- 
ing. To Maquoketa the road bed is to be ready in three 
months, and on the other division three or four months 
later. Negotiations are pending for the iron for the 
Davenport and Maquoketa section. 

South Pacific. 

This road was completed on the ist to Marshfield, 
Webster county, 218 miles from St. Louis. The iron to 
lay the track to Springfield and 50 miles beyond is al- 
ready on hand. It isexpected to reach Springfield by 
the 1st of May. : 
Nashville Transfer, 

A circular from W. H. King, General Passenger and 
Ticket Agent of the Louisville & Nashville Railroad, and 
W. L. Danley, General Ticket Agent of the Nashville & 
Chattanooga Railroad announces that arrangements have 
been made by which the passenger trains of both roads 
will run into and from the Louisville & Nashville depot 
at Nashville, thus saving the omnibus transfer between 
the two roads, heretofore necessary. They add: 

“But the fifty cents heretofore added to through rates 
“for ‘Nashville transfer,’ will be continued, and reported 
“tu Louisville & Nashville, on tickets passing either 
“north or south. The Nashville & Northwestern Rail- 
“road being owner of the connecting track between the 
“two depots, renders continuance of the fifty cents arbi- 
“trarily necessary. Ticket agents will please mark ‘void’ 
“plainly across face of Nashville transfer coupon on all 
“tickets now on sale, passing between the Louisville & 
“Nashville and Nashville & Chattanooga Railways 
“through Nashville, and in any new forms of ticket 
“which may be got up, omit the Nashville transfer 
“ coupon.” 

St. Louis & Evansville, 

Engineers are surveying the Indiana section of this 
proposed road, from Evansville to Carmi, Ill, about ten 
miles west of the Wabash. When the survey is cow- 
pleted, it is intended to ask bids for the construction of 
this section. 


. 


Terre Haute & Danville. 

The grading is pushed vigorously. Contracts for ties 
and the best quality of Welsh rails have been concluded. 
It is intended to complete the road half way to Danville 
before September. This will form a section of an air- 
line between Chicago and Nashville. 

Lafayette, Bloomington & Westem. 

Howard & Weston, railroad contractors, have com- 
menced suit against this company, laying their damages 
at $300,000. This firm had the contract for building the 
road from Bloomington to the Indiana line; but the rail- 
road company, claiming that the firm was not fulfilling 
its agreement, has declared the contract void, and made 
arrangements to let the work over again. 

Rockford, Rock Island & St. Louis. 

It is reported that the contract has been let for grading 
twenty-five miles of the line south of Bushnell, on the 
way to Beardstown. This would indicate that the route 
through Macomb has been abandoned. The Monmouth 
Atlas says: “The subscriptions voted to the Bushnell 
“line of the Rockford, Rock Island <& St. Louis Railroad 
“amount in the aggregate to $355,000. Frederick—a 
“fragment of a township in the brakes of the Illinois 
“river—voted $15,000; Browning—a half township on 
“the river—$20,000; Astoria, $60,000; Vermont (which 
“but recently gave $82,000 to the Lewiston branch of 
“the Chicago, Burlington & Quincy), $30,000; Farmer’s 
“Township, with only one mile and a quarter of the 
“road, $35,000; New Salem Township, with no village 
“in it, $50,000; Mound Township, with one depot al- 
“ready, and two on her borders, gave $40,000; Bushnell, 
“a half township, gave $50,000; Walnut Grove, with a 
“mile and a quarter of road, $20,000; Woodland, a mile 
“and a half away from the line of the road, $15,000 ; and 
“the city of Bushnell $20,000.” 

This road seems already to be securing a fair share of 
business on that part of their line completed. The Rock 
Island Union says: 

“Two fine transfer wagons are now engaged carrying 
“freight to and from Davenport. The company takes 
“freight in that city for any accessible point, and also 
“delivers it there at the same rates as the Rock Island 
“road. In afew days a handsome new transfer coach 
“will be put on, to carry passengers across the river by 
“the ferry boat. The coach will call at private resi- 





“dences, where ordered, bringing passengers to this side 
“in time for all eastward trains. It will also carry pas- 
“sengers from Rock Island through to that city, at the 
“regular rates of the Reck Island road.” 

Indianapolis & Vincennes. 

The Vincennes Sun says that this road is still operated 
and controlled by D. C. Branham & Co., and that all the 
earnings above the expenses go to them in payment for 
the building of the road; and until the contractors re- 
ceive the amount due them for the construction of the 
road, it cannot be improved to a very great extent, or 
first-class rolling stock placed upon it. 

Ottawa, Oswego & Fox River Valley, 

We learn from the Ottawa Republican that the grading 
has been recommenced. About thirty miles is already 
graded. Track-laying will commence at Streator very 
soon. There isiron there for six miles and as much 
more in Chicago, while enough to complete the road to 
Ottawa is on the way. The bridge at Ottawa, built by 
Wm. E. Bell, is nearly completed. 

Hastings & Dakota. 

This road, which the Milwaukee & St. Paul Company 
has recently purchased, extends from Hastings, Minn., 
on the Mississippi about 25 miles below St. Paul, in a 
southwesterly direction twenty miles, and was to extend 
across the State in a westerly direction to the Dakota 
line, making a road about 200 miles long. Twenty miles 
of the road are to be built this year by the terms of the 
sale. . 

Winona & St. Peter. 

It is intended to complete this road to St. Peter and 
have a bridge over the Minnesota built there by the ist 
of September, and be ready to carry grain a month 
later. 

Chillicothe & DesMoines City. 

We learn from Mr. J. A. Shanklin, President of the 
company, and Mr. Marquee, the Chief Engineer of the 
road, that the road-bed is now about half completed be- 
tween Chillicothe and Princeton, Missouri. Forty-one 
miles are to be completed and in running order by the 
ist of August next. Nolan & Moore, the contractors, 
are pressing forward the work rapidly and advertise for 
more hands. The rich country along the route up the 
Welden river valley is not now reached by any road, 
and will probably furnish a heavy local business, It is 
ultimately proposed to extend the line through Central 
Iowa to DesMoines. 

Milwaukee & St, Paul, 

Russell Sage, Vice President of the Milwaukee & St. 
Paul Railway Company has sent the following letter to 
the New York Stock Exchange: 

The New York Stock Exchange will please take notice 
that the Milwaukee & St. Paul Railway Company intend 
to increase their preferred capital stock 1,760 shares, and 
their common capital stock 1,760 shares—3,520 shares, or 
$352,000 in all—for the purchase of the railroad extend- 
ing from Austin to the State line, now owned by the 


Minnesota Central Railway Company, a distance of 
eleven miles. 

The increase is made in pursuance of an act of the 
Wisconsin Legislature, eee April, 1867, and of a vote 
of the shareholders at their annual meeting, held June, 


867. 

You willalso please notice that the Milwaukee & St. 
Paul Railway Company have agreed to purchase a ma- 
jority interest in the capital stock of the Western Union 

lroad Company, and for this pur will increase 
their capital stock and issue 15,075 shares of their com- 
mon stock. This increase is made in pursuance of an 
act of the Legislature of Wisconsin entitled “An act to 
authorize the Milwaukee & St. Paul Railway Company 
to own stock in or consolidate with the Western Union 
Railroad Company,” approved March 9, 1870. 


PERSONAL. 


—While Thomas L. Jewett remains President of the 
Pittsburgh, Cincinnati & St. Louis Railroad Company, 
Hugh J. Jewett, his brother, and late President of the 
Little Miami, is made Vice President, and to him officers, 
agents and employes of the old Little Miami line are to 
report. 

—A. Ely, Jr., is now Auditor of the Cleveland, Colum- 
bus, Cincinnati & Indianapolis Railroad. His office is at 
Cleveland. General ticket agents will make their returns 
accordingly. 

—S. R. Hughes, Superintendent of the Chicago & 
Michigan Lake Shore Railroad, acts also as General 
Ticket Agent. Drafts for balances should be addressed 
to W. R. Morrison, President of the company. 


—A Mr. Dommond, switchman of a railroad in New 
Haven at the time of the explosion of the boiler in the 
chair factory in that city lately, while conscious of the 
fact that his wife and daughter were lying crushed under 
the ruins, despatched a messenger to flag the express 
train then due, and thus prevented what in all proba- 
bility would have been another appalling calamity. 














—A newspaper correspondent was told at Columbus, 
Ky., that “the freight trains on the Mobile & Ohio Rail- 
“road were ‘Tri-Weekly, that is, went out one week 
“ and tried to get back the next.” 
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PUBLISHER’S ANNOUNCEMENTS. 
The Railroad Gazette. 


Instead of saying anything of ourselves this 
week, we have concluded to let our readers 
see what others say of us, Not having room 
to give in full the numerous notices which our 
friends of the press have kindly given us, we 
select from most of them a sentence or two: 

“* A well edited paper, showing industry and 
intelligence.” —American Railway Times. 

“*Makes a very handsome appearance and 
is full of valuable matter.”—Chicago Hvening 
Post. 

“For railroad men and others wishing to 
keep themselves thoroughly posted on rail- 
road matters we know of no better paper.”— 
Madison State Journal. 


“The best informed railway newspaper 
published in the West.’’—Aurora (IU.) Beacon. 

‘In its financial and commfrcial views in 
connection with the railroad interests of the 
.ountry may be regarded as one of the first 
papers of the United States.”—Pensacola Ob- 
server. 

‘*Has been for thirteen yearsa live, ener- 
getic railroad newspaper, and has fought its 
way up among its many competitors for the 
favor of the railroad public, gaining in 
strength and rising in importance year by 
year, until to-day it stands sgcond to no jour- 
nal of that important class in the United 
States.”’—Peoria Daily Transcript. 

“** As it devotes much attention to Southern 
railroad and industrial interests, it is always 
interesting to Southern readers.”’—Galveston 
News. 

‘‘Every man who is at all interested in rail- 
roads would do well to take the GazETTE.””— 
Jacksonville (IU.) Independent. 

“*Unquestionably the best railroad journal 
in the United States.”.— Waukegan (IU.) Pat- 
riot. 

“We regard it as the best railroad paper 
out.” —Peoria National Democrat. 

‘**Promising much for the future.’’—Detroit 
Commercial Advertiser. : 

“Equal in appearance to any technical 
journal of America.’’—Atchison Patriot. 

‘*Emphatically a journal of transportation 
and contains every conceivable item of news 
on the subject of railroads, steamboats, tele- 
graphs, express companies, etc.”—Flint 
(Mich.) Globe. 


“*A very neat publication in point of appear- 
ance, and, as it always has been, is now a re- 
liable, interesting and accurate journal, ably 
edited in its various departments. * * 
Our scissors have wandered over its columns 
“many a time and oft,” and always with grat- 
ifying results.’—Bugfalo Commercial Adver- 
tiser. 

“Has always been one of the most valuable 
publicationsinthe West. * * * Is 
bound to continue its sway as the leading 
railroad journal of the country.”"—Sedalia 
(Mo.) Bazoo. 

“Tt appears to be in many features the best 
journal of its class now extant.”—New York 
Official Railway News. 

“*Replete with matters connected with rail- 
roading.”’—Holmesburg (Pa.) Gazette. 

““A model of what a railroad newspaper 
should be.’’—Chicago Tribune. 


lS A Oe ae 
The Mutual Security Insurance Compa: 
ny of Chicago. 


The disagreement between this company, 
whose directors are among the soundest men 
in Chicago, and other fire insurance com- 
panies, has been widely discussed. <A 
proposition was made to organize a combina- 
tion of fire underwriters, to maintain rates 
and rules concerning business. The officers of 
the Mutual Security declined to become a 
party to such a @ombination. Upon this its 
agents report : 

‘“* A strong effort was made to change their 
“resolve, and when persuasive |means were 
“ exhausted, threats were not wanting. It 
“was intimated that the Company would be 
‘** proscribed and cut off from all exchange of 
“business with other offices. If it had been 
“‘desired to take advantage of this new or- 
‘* ganization by quietly awaiting its action, 
‘*and to obtain business by a reduction from 
“the tariff rates, Tum Murua. Skcurrry 
“would certainly not have raised its voice 
“in opposition: but no such advantage was 
** desired.”’ 

On Friday, March 4th, the following ap- 
peared in the city papers: 

OFrFIce oF THE Mutua Secuniry Ins. Co. i 


CuroaGo, March 8, 1870. 
Messrs. <m. Moorz, Epwarp M. Taat1, 


Committee : 
Gentlemen: Referring to our recent inter- 
view, in which you solicited the co-operation 








of the Mutual Security Insurance Company in 
organizing ‘‘The Underwriter’s Association 
of Chicago,’”’ for the purpose of securing an 
advance upon the present rates of Insurance, 
I beg leave to say that at a meeting of the 
Board of Directors of the Company, held ai 
their office this day, the following gentlemen 
being present,—Hon. Wm. Bross, President ; 
Messrs. Matthew Laflin, Enos Ayres, Alex. 
Officer, Mark Kimball, D. N. Burnham, Na- 
thaniel Norton, J. Young Scammon, Abraham 
Kohn, F. F. Spencer, E. B. McCagg, James 
G. Hamilton, and Benjamin V. Page,—the fol- 
lowing resolution was unanimously adopted : 

Resolved, That as at present advised, this 
Board are unwilling to enter into any engage- 
ments or entanglements with any association 
whatever. 

I merely add that our company is heartily 
desirous of promoting the best interests of 
the Fire Insurance fraternity, and would wil- 
lingly unite with you if convinced of the pro- 
priety and desirability of your enterprise. 

pectfully, AN M. Bowman, Sec. 

The company declares that it ‘is willing to 
“unite with other companies in any enter- 
“prise for the advancement of common inte- 
“rests, which does not include an arbitrary 
‘tariff of rates.’ 

The conduct of the Mutual Security has 
made it impossible to complete any arrange- 
ment for advancing rates, much to the grati- 
fication of insurers, whose gratitude is fre- 
quently shown practically by taking policies 
of the Mutual Security. 

A letter to this company from a New York 
insurance firm says: ‘‘We think you take 
the right course in not involving yourself 
with any Board, judging by the miserable 
failures made by the companies here in at- 
tempting to combine.” 


(Official Publication.) 


ANNUAL STATEMENT 


OF THE 


HOME INSURANCE CO. 


OF CHICAGO, 


In the State of Illinois, on the 3ist day of 
Dec., 1869, made to the Auditor of 
Public Accounts of the State of 
Illinois, pursuant to law. 





CAPITAL. 
‘os of Capital Stock paid up in 


$200,000 00 


ASSETS OF THE COMPANY. 
Value of Real Estate owned by the Com- 


PONT. cccccccccsccccccccescencccsecccece $ 1,000 00 
Loans on Bonds and Mortgages.......... 188,230 00 
Loans on Collateral Security............ 25,587 53 
Cash on hand and in Bank.............+. 8,071 17 
Premiums in course of collection and 

SEAROMMEMER cece cccccccesccccccees cose 7,621 48 
Office Furniture, etc...........6.sseesees 500 
Interest accrued, and Stamps on hand... 3,106 91 





LIABILITIES OF THE COMPANY. 
Claims and Losses adjusted and in pro- 
cess of adjustment...............--+0. 
Amount necessary to reinsure all out- 


1,400 00 


Hopascetises vesnsvedbass 15,167 10 
Allother debts of the Com ” a- 
etc ateante ted w 5 el 1,758 66 
Total Liabilities................... .8 18,325 76 
FRED. LETZ, President. 


THOMAS BUCKLEY, Secretary. 


Subscribed and sworn to before me this 26th day 
of January, 1870. Ww. H. Hoxpen, N. P. 


Home Office, No. 139 Madison-st, 








ANDREW CARNEGIE, { Taos. M. CARNEGIE 
PRESIDENT. VICE-PRESIDENT. 
ANDREW MAN, GEN. SuUP’T. 


THE UNION IRON MILLS, 


Of PITTSBURGH, Pa. 
Sole Manufacturers, under our own Patents, of 
IMPROVED “I” BEAMS, 
CHANNEL BARS, 

Best Quality of 
LOCOMOTIVE & CAR AXLES, 
(* KLOMAN ” Brand.) 

“ Tinville & Piper’s Patent ’’ 


Round and Octagonal HOLLOW 
WROUGHT IRON POSTS, 


—aNnD— 
“Upset” BRIDGE LINKS 


GENERAL WESTERN OFFICE: 


No. 13 Fullerton Block, Dearborn-St., 
CHICAGO, ILLINOIS. 
THE UNION IRON MILLS mannfacture 





oo ot Fipe ies Merchant Bar, F. Ham- 
mered Rolled Locomotive and Car from 
the very bestiron. Splice Bars (or Fish Plates,) to 
suit all rns of Iron Bo! 
“I” Beams, Girder Iron, Channel Iron, &c. 


WALTER KATTE, Western Ageut. 





RUFUS BLANCHARD, 


146 Lake St., Chicago, 


Has Issued aNEW STYLE of 


MAPS! 


IN FLEXIBLE CASES, 





Which are both cheap and convenient. The follow- 
ing States are now ready: Illinois, lowa, Missouri, 
Kansas, Nebraska, Minnesota, Wisconsin, Indiana, 
Michigan and Ohio. Mailable on receipt of 25 
cents, They show the counties, towns and rail- 
roads and are fine specimens of workmanship. 


THE INTERIOR. 


A New Religious and Family Journal. 
CR ins sb ackecccicaticevecsd $50,000.00 





Trrms—$2.50 a year inadvance. $3 after 90 days. 


Advertising Rates Furnished on Application. 
SEND FOR A LIST OF PREMIUMS. 


Published for the Western Presbyterian Publishing 
Company. 





—— 


ARTHUR SWAZEY, Pilivor-in- Chief. 
C. VAN. SANTVOORD, D. D., Assistant Rilitor. 
W. 8. MILLS, Publisher. 


Orrice—Room 5, Monroe Building, corner of 
Clark and Monroe streets, Chicago, Ll, 

The leading paper of Michigan, the Mtroit Daily 
Tribune, thus speaks of Tue INTERIOR : 

“ We have received the first number of Tar In- 
TERIOR, the new Presbyterian paper just established 
at Chicago, and designed to subserve the wants of 
that re-united denomination throughout the great 
and growing West and Northwest. It is a beauti- 
ful specimen of typ: phy and tasteful make-up, 
and abounds in excellent matter for a religious pa- 
per, both useful and entertaining. Its Eastern co- 
temporaries of the same denomination will have to 
look well to their ways, or they will be outstripped 
by this new competitor.” 

The Standard, the principal organ of the Baptist 
Church, says of Tur INTERIOR : 

** It is a large, handsome, first-class paper in every 
respect. * We congratulate our Presbyterian 
brethren of the Northwest in being represented by 
a peer of the best religious journals in the country.” 


THE BEST 


FIRE PROOF SAFE 


IN THE WORLD, 
LF 





Is now Manufactured 
IN CHICAGO, 


>-BY- 


| HERRING & CO, 


a 
A 


PATENT 


HAM PION 





40 State STREET. 


The Best Bankers’ Safe 


IN THE WORLD, 
Is Manufactured in Chicago by Herring & Oo. 


The above Bankers’ Safes are lined with the 
Crystalized (or Franklinite) Iron—the only metal 
which cannot be drilled by a Burglar. 


HERRING & CO.,, 40 State St. 
Manufactory :—Corner 14th St. and Indiana Ave 


WM. U. THWING, 
PATTERN 


Model Maker ! 


Calhoun Place, Rear of No, 20 Dear- 
born Street, Chicago, Third Floor, 


Employing none but the best workmen, and hav- 
ing superior ey I am prepared to do the best 











work (using the best materials) at low figures, and 
= satisfaction. Patent Office Models a 
special y. 





ILLINOIS 


Manufacturing Co., 


479, 481 & 483 STATE S8T., CHICAGO, 
Manufacturers of 


RAILWAY CAR TRIMMINGS, 


Removable Globe Lanterns. 


O. A. Boaur, Pres. 
A. H. Gunn, Sec’y. 





das. E,. Cross, Supt. 
J.M. A. Dew, Ass’t Supt 


TO ADVERTISERS, 





THE BEST MEDIUMS 


OF GENERAL 


Western Circulation ! 











KELLOGG’S LIST, 


CONTAINING 


200 Country Papers. 


a 


Terms of Advertising, 


Only TWO DOLLARS per Line, 


WITH A LIBERAL 


Discount to Heavy Advertisers, 


THIS IS BY FAR 
The Cheapest Advertising 


EVER OFFERED. 





Parties desiring extensive Advertising in the 
West and Northwest, are invited to avail themselves 
of the unusual facilities of the undersigned for in- 
erting advertisements in TWO HUNDRED 


LEADING COUNTY PAPERS, 


For further particulars, call upen or address the 
proprietor of this paper, 


A.N. KELLOGG, 


99 & 101 Washington St., 





CHICACO, ILL. 
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OUR APRIL STATEMENT. 


Atameeting of the Directors of Taz MuTvuAL 
Srourrry Insurance Company, April 7th, the fol- 
ing gentlemen were present: Hon. Wm. Bross, 
President; Messrs. Jas. G. Hamilton, M. B. Smith, 
D. N. Burnham, Alex. Officer, B. W. Raymond, 
Daniel A. Jones, J. E. Moss, E. B. Myers, and 


Nathaniel Norton. The Secretary presented the 





following stat t of this Company!on the 1st 


day of April, 1870: 
CAPITAL AND SURPLUS, 


$118,325 00 
15,354 31 


Amount ef capital stock paid up...... 
Net surplus, .....cccccccccccccecssesoes 


$133,679 31 
ASSETS. 


Loans on bonds and mortgage $99,840 00 
Cash in Mechanics National 


Cash on hand..........+0.+0s . 
Interest accrued, but not due 
Bills receivable............... 
Uncollected premiums....... 
Rents due and stamps on 

BOE nc ciccensassenecccacesas 
Office RECEPTOR, GUC. ......08000 
All other securities and prop- 


6,755 00 
8,099 10 
4,395 33 


500 00 
1,549 84 


2,186 32 $135,344 78 
LIABILITIES, 

296 67 
1,878 80 1,665 47 


PROG INI so ence ccccinacsasnceeeies $133,679 31 


Unadjusted losses............ 
Allother claims.............. 


Gov. Bross, as Chairman of the investment com- 
mittee, reported the purchase, since last meeting, 
of securities amounting to $35,700, which, together 
with all other assets of the Company, were pro- 
duced in presence of the Board. The chairman 
further reported that the assets shown in above 
statement are held by this Company in its own 
right, and that there are no outstanding claims 
against this Company otherwise than sbown in said 
statement. Whereupon, on motion of Daniel A. 
Jones, Esq., it was 

Resolved, That the assets now held by this Com- 
pany, including the securities recently purchased 
by the Investment Committee, be, aud are hereby 
approved by this Board. 

Resolved, That a committee of three be appoint- 
ed to make a critical examination of the assets of 
the Company at least once in three months, and re- 
port to this Board. 

The committee appointed for this purpose are 
Messrs. Daniel A, Jones, Enos Ayres, and D, N. 


Burnham. 
—EEe>- 


A GOOD SHOWING. 





The following large lines of insurance have been 
placed, withina few months, by Tak Mutua. Sr- 
cuRtTY office : 


For W. D. Kerfoot (real estate)............ $157,000 
POP Ocnnss ics oncica: sdarcccdaca 40,000 
For Collins & Burgie.................. +e. 45,000 
For Western Methodist Book Concern..... 40,000 
For Wiswall & Thompson.................. 54,000 
For Wm. Hansbrough (real estate). ........ 70,010 
For Morrill & Hopkins. ................0005 52,000 
OP Tl, COMM MMos. se cicicciscac0sueneae 29,000 
For Carhart, Lewis & Tappen.............. 75,000 
Vor Estate of R. 8. C. A. Alexander....... 86,000 
For Franklin MacVeagh................... 68,000 
Por cae Be. SS 67,000 
For J. Young Scammon................0.. 415,000 
For Ogden, Sheldon & Co............ becced 235,000 
SOR SD Giunta ciwires susan cs caer 101,¢00 
For Pearce & Benjamin..................... 4C,000 
POR REO, Wrees, MINN 565.0000 00<scdcccatenas 7,000 
ae SON DORR PUM. 5 aioe scssceccececencccs 49,000 
a ne ere 40,000 
For Mechanics National Bank.............. 20,000 
For Hibbard & Spencer.......... feddcrante 42,500 
For Jones, Hough & Uo... .............0005 20,000 


The confidence and patronage of such firms are a 
sufficient indication of the popularity and standing 
of Tar Mutvat Srcurirty, 





The Stockholders. 


Of Tue Mutua Security INSURANCE COMPANY 
are members of the following well-known firms: 


JONES, HOUGH & CO..................- Packers. 
BOTSFORD, POPE & CO................ Packers 
Oe OY errr eer re Packers 


ARMOUR, DOLE & CO......Elevator Proprietors. 
DOW, QUIRK & CO...... Commission Merchants 


HUGH McLENNAN....... Commission Merchant. 
Fe Te, BPE oo caccsesecs Commission Merchant. 
J, MODORALD......0s000c000 Commission Merchant. 
SILAS 8. WHITNEY & 

MN cs chivintewasinnena Commission Merchants. 


WM. BROSS, President Tribune Company, also of 
Manufacturers’ National Bank. 
Ba ee IE oc s55050e0ncererecenscdes Banker 
J. A. ELLIS..... President Second National Bank. 
ROBERT REID............... Manager Marine Co. 
SOLOMON A. SMITH. Pres. Mer. Sav’s L & T. Co. 
J. IRVING PEARCE.. Pres. Third National Bank. 
BENJ. V. PAGE..V. Pres. Mechanics’ Nat’) Bank. 








MEADOWCROFT BROS................. Bankers. 
MATTHEW LAVLIN ..........5.0000 Real Estate. 
CHARLES A. GREGORY............ Real Estate. 
Be eer eee Real Estate. 
pe 2 ee Real Estate. 
JOHN FORS YTHE Real Estate, 
Te, Fe Ges ove. cccccce coscccacecss Real Estate. 
MAHLON D. OGDEN............... Real Estate. 
Rc rnginccsinceccecasoneese Real Estate. 
Be, EEE sinc, adesiesectcces Real Estate . 
BAIRD & BRADLBY............... Loan Brokers. 
B. W. RAYMOND... cccccoccveccees .. Capitalist. 
Lerner Capitalist. 
JAMES MARKS.................-.--...Capitalist. 
Bey ee Ci vcs vccecenccess enced Capitalist. 
PS es | ar Capitalist. 
NATH'’L ere Capitalist. 
SM TE, EE ow eciceccscvecness Capitalist. 
SD. BE. UW OOD.... ncn ncccccvccce Capitalist. 
JAMES G. HAMILTON................ Capitalist. 
iy I a5 50s ss0cecea>nneant’s .Capitalist. 
HENRY FULLER Capitalist. 





CHARLES BIGGS......................Capitalist. 
A) 2 | ree Capitalist. 
2: Capitalist. 
CS ee Capitalist. 
po a ot eer Capitalis t. 
GEM TE, TRIED... ss ccvccsvecccces Capitalist. 
MARK KIMBALL.. ................... Capitalist. 
BURNHAMS & VAN 
SCHAACK...... en peaeeee Wholesale Druggists. 
BLISS & SHARP............... Retail Druggists. 
SPALDING & PORTER......... Lumber Dealers, 
McMULLEN & OFFICER....... Lumber Dealers. 
ee Lumber Dealers. 
PAGS & SPRAGUE............. Oils, Paints, etc 
GREY, MARSHALL & 
_ RARE Hide and Leather Dealers. 
E. B. MYERS.................... Book Publisher. 
RAND, McNALLY & CO.............. Stationers. 
DOGGETT, BASSETT 
& HILLIS........ Wholesale Boots and Shoes. 
BOWEN, HUNT & WINS- 


Wholesale Dry Goods. 
HENRY W. KING &CO..... Wholesale Clothing. 
OS a ae Wholesale Clothing. 
J.&H.CHAPMAN..Proprietors Chi. Bag Factory. 
C. B. BROWN & CO........ ...... Iron Foundry. 
HIBBARD & SPENCER...Wholesale Hardware. 
J. K. BOTSFORD & SON..Wholesale Hardware. 
A. R.& G. H. MILLER..... Wholesale Hardware. 
JONES & LAUGH- 

BR sisanien cent Wholesale Iron and Nails. 
8. J.SURDAM & CO...... Stoves and Hardware. 
SEYMOUR, CARTER & CO..Wholesale Notions. 
SMITH BROS. & CO.......... Wholesale Grocers. 
EWING, BRIGGS & ©O..... Wholesa:e Grocers. 
GILBERT, HUBBARD & CO....Ship Chandlers. 
HAPGOOD, YOUNG & CO..Plow Manufacturers 
KE. H.GAMMON........ Agricultural Implements. 
W. II. KRETSINGER. Chicago Ready Roofing Co. 
A. L. WINNE & 

CO.... ....Manufacturers Heating Apparatus 
PEARCE & BENJAMIN...Prop’s Adams House. 
SINGER & TAL- 


oe Dealers in Building Stone 
ee eee Builder. 
EE IES iv domes ccuiccne ssn teger Builder. 
BARRY & CUSHING.................... Painters, 


ROBERT LAW.........:>. 
SCAMMON, McCAGG]& FU “s 

ee .... Attorneys-at-Law. 
HOWE & RUSSELL............Attorneys-at-Law. 
HITCHCOCK, DUPEE & EY- 


..Coal Dealer. 


Se , Attorneys-at-Law. 
GALLUP & PRABODY..... ....Attorneys-at-Law. 
WILLIAMS & THOMPSON....., Attorneys-at-Law. 
DYER N. BURNHAM............ Attorney-at-Law. 
MARK SKINNER................Attorney-at-Law, 
oe ke | ...Attorney-at-Law. 
ye NE ale 5 556. 5.461000 0005 eenr Attorney-at-Law. 


HENRY E. SEELYE........... . Attorney-at-Law. 
P. R. FORREST. .with Mechanics’ National Bank, 
B.D. PRRBT....... with Mechanics’ National Bank, 
NS. SRE ee with Marine Co. 
inc ncenmacennatpen. suns with Marine Co. 
HUGG T. DICKEY, 


Pres. Chicago Gas Light and Coke Co. | 


AMOS T. HALL...Treasurer C, B. & Q. R. R. Co. 
ae ee ee eee City Treasurer. 
R. PRIN DIVILLE 
Member of Board of Public Works. 
W. H. BRADLEY,. .-Clerk U. 8. Court. 
Hon. J. W. GRIMES.. : .of Towa, 
Cc. T.BOWEN.. President National Insurance }Co. 
SIDNEY P. WALKER, 
Sec’y Chicago Firemen's Ins. Co. 
O.CRONKHITE,} 
Agent Mutual Life Ins. Co , of N. Y. 
DAN. M. BOWMAR, 
Secretary Mutual Security Ins. Co. 


"| JOHN FORSYTHE, 


STATEMENT 


or 


MUTUAL SECURITY 


INSURANCE CO.. 


THE 


On the 1st day of April, 1870, excluding 
Stock-NorTEs. 


CAPITAL AND SURPLUS: 


. $118,325 00 
15,354 31 


$133,679 31 


Amount of Capital paid up............ 
Net Sarplus.........ccccevesevecccsccees 


ASSETS: 


Loans on Bond and Mortgage.$99,840 00 
Cash in Mechanics’ National 


BI. cvs cv ccvecsedevsrcees 11,619 86 
Cash on hand........ ........ 399 33 
Interest Accrued, but notdue. 6,755 00 
Bills Receivable.............. 8,099 10 
Uncollected Premiums........ 4,395 33 
Rents due, & Stamps on hand. 500 00 
Office Fixtures, horse, buggy, 

SVT Pee itt 1,549 84 
All other Securities & Property 2,186 32 


LIABILITIES: 


The Receipts and Expenditures from July 1 
| 1869, to April 1, 1870, were as follows : ? 


Losses Outstanding............ 286 67 


Total Losses 


Expenses of every kind.... 


$12,776 52 
13,110 18 
——— $25,886 70 








OFFICERS: 
WM. BROSS, President. 
ALEX. OFFICER, Vice President. 
DAN. M. BOWMAR, Secretary. 


EXECUTIVE 


TL A. Jongs, Mark KIMBAt, 
M. B. Smita, D. N. BurRNHAM, 
B. W. Raymonp. 


COMMITFEE: 


DIRECTORS: 


ENOS AYRES, 
JAS. G. HAMILTON, M. D. OGDEN, 

| BENJ. V. PAGE, F. F. SPENCER, 

| C. T. BOWEN, N. {WILLIAMS, 

| KE. B. McCAGG, NATH’L NORTON, 
D.N. BURNHAM, __ E. B. MYERS, 
MARK KIMBALL, 
WM. BROSS, 

J. Y¥. SCAMMON, 
GILB’T HUBBARD, 


J. E. MOSS, 





B. W. RAYMOND, 
| D. A. JONES, 

| ALEX. OFFICER, 
AMOS T. HALL, 


| ABRAHAM KOHN, M.B. SMITH. 


Sts,, 


UNDER MARINE BANK. 


——_——— $135,344 78 


Unadjustable Losses. ............ $286 67 
All other claims. ..............+8 1,378 80 
*——— Sie 
TREE AMGOW, o .ccscccsesevecsessccececes $133,679 37 


INCOME : 
PRO a snic cv cincccnvecucascncacsins cvs $36,491 89 
Hetorent, Memes, C06. os sicnceccescccccuss 7,255 00 
43,746 89 
OUTLAY: 
RE BD. fo ioinwctnaneances $12,489 85 


Net Gain for 9 months............. $17,860 19 


BENJ. V. PAGE, Treasurer. 


MATTHEW LAFLIN,; 


Office, N. E. cor. Lake and LaSalle 


John Blakeley, 


DEALER IN 


WOOL AND COTTON WASTE, 


For Railroad and Steamboat Use, 


Steam Packing, &c. 
233 Church Street, Philadelphia, Pa, 


SOLE AGENT FOR 


Cleveland Steam Gauge Co. 


HOLT’S PATENT STEAM GAUGES, 
For Locomotive and Stationary Engines, 


Locomotive pea oy Water Gauges and 
est Pumps. 


L. C. Holmes, 


General 


EMPLOYMENT AGENT. 


Railroad Companies and Contractors 
Supplied with Laborers for Grading 


AND OTHER 


RAILROAD WORK, 


Promptly, and on Short Notice! 


Room 4, No. 167 Washington Street, 
CHICAGO. 








G@. HUBBARD. 4G, B, CARPENTER 


Gilbert Hubbard & Co. 
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SHIP CHANDLERS, 


AND DEALERS IN 


TWINES & CORDAGE, 
205 & 207 S. Water St., 


CHICAGO, 


We would call particular attention of the Trade to 
our stock, as we at all times have the largest and 
best assortment in the West, of 


Cotton and Flax Duck, all Widths, 


DITCHING ROPES, 


MANILLA & TARRED ROPE 


Bags, Bagging, Burlaps, Canvas, Oakum, 
Tar, Pitch, Tackle, Blocks, Chains, Coal Tar 


Roofing Pitch, & Felting, 
WIRE ROPE, 


Kither IRON or STEEL, for Mining, Hoisting, or 
Ferry purposes. 


TENTS, OF EVERY KIND ! 


TARPAULINS. AWNINGS, 
Wagon Covers, 


Of Plain or Rubber-coated Duck. 


FLAGS! 


Of Silk or Bunting, as 


t Army Regulations, con 
stantly on han 


or made to order. 





NOTICE! 
Railroad Companies and 
Bridge Builders! 


FOR SALE: 


3 Howe Truss Railroad Bridges 


COMPLETE. 


100 ft. spans ; built In best manner, 
description. Will be sold at leas than’ 
the business of Ledlie & 





and of 
auhenelans ont 


CoORIENTAL BUILDING. 





eth to Room 25, 
CHICAG 
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J. E, FRENCH. W. 8. DODGE, D. W. CROSS, 


Winslow Car Roofing Company. 
PATENT IRON CAR ROOFS. 


Established, 1859. 


No. 211 Superior St. CLEVELAND, O. 


Over 20,000 Cars covered with this Roof! We claim that these 
Roofs will keep Cars dry, and will last as long as the 
Cars they cover without any extra expense 
after once put on, 


(@ SEND For CrircuLars. 


Fisher's Lock Nut Washer! 




















Patented April 19th, 1869, by J. Hypz Fisner, Chicago, Ill. 


A CHEAP, SIMPLE, DURABLE AND PERFECT LOOK, 


To Prevent Nuts from Jarring Loose on Fish Plates, Cars, 


ines, Carriages, Trucks or Machinery of 
any character where Nuts are used. y 


ufactured b 


FisHEeER «& JACHSON, 
53 La Salle Street, Chicago. 














: SI 
P. 0. Address—Box 5222. EDW’D H. PARDEE. 


Pusey & Pardee, 


74 BROADWAY, NEW YORK. 


American and English Rails, 


LOCOMOTIVES AND CARS, FISH-PLATES, SPIKES, &c. 


—SOLE AGENTS FOR— 


Atkins Brothers’ Pottsville Rolling Mills, and G. 
Buchanan & Co., of London. 


A fhe pos attentien given to filling orders for small T and STREET RAILS, of every 
weight and pattern. 


OLD RAILS BOUGHT OR RE-ROLLED, AS DESIRED. 


Geo. C. Clarke & Co., 


FIRE & MARINE INSURANCE. 


No. 15 Chamber of Commerce. 
GEO. C. CLARKE. 


CHAS. J. PUSEY, 








SAM’L M. NICKERSON. 
AGENTS FOR 


New England Mutual Insurance Co., of Boston, 


ASSETS OVER $1,140,000. 


American Insurance Company, - - of Boston, 


ASSETS OVER $820,000. 


Independent Insurance Company, - of Boston, 


ASSETS OVER $500,000. 


North American Fire Ins. Co., of New York, 


ASSETS OVER $770,000. 


Excelsior Fire Insurance Co.,- - of New York 


ASSETS OVER $840,000. 


Fulton Fire Insurance Company, of New York, 


ASSETS OVER $810,000. 





LESCHOT’S PATENT 


DIAMOND 


STHAM 


POINTED 


DRILLS! 


—— FOR-——— 


constructed 
of work, be 
toshafting, 


ten (8 to 1 


thousand (1 


composed 
le. 





filce, 


acter of mineral deposits, &c. 
ening and no steel is consumed in boring—as the cutting points 


Boile 


RAILROAD GRADING. 


The unegualled efficienc 
MACHINES are fully established, and the 
all other inventions for ROCK DRI 





and economy of these DRILLING 
are fast superseding 
LING, They are 
of various sizes and patterns to suit different classes 
ing adapted to Channelling and Gadéing in quarries ; 
tunneling, prospecting and all open cut work in mines; 


aleo to heavy Railroad-grading and Sub-marine Blasting. They 
operate noislessly without percussion: and produce a perfectly 
cylindrical hole of uniform diameter. Their usual rate of boring 
is three to five 


(3 to 5) inches per minute in hard rock; eight to 
0) inches per minute in slate and sand rock, and 


HE ys to twenty-two (18 to * inches per minute in coal. 
TEST CORES, in the form of solid 
may be taken out of mines from any depth—not exceeding: one 


cylinders of rock or mineral 


,000) feet—showing the geological formation, char- 
These drills never need rharp- 


,) are practically indestructt 


ih. 
Engines, Steam Pumps, and all necessary tools 


furnished with drills. lilustrated circular eent on application. 


‘A SEVERANCE & HOLT, Man’f’s, 


16 Wall Street, 


NEW YORK. 





BAKER’S UNI 


PATENT 


Car Warmer 


A most simple, safe and ical arrang 
whereby the entire car, and especially the feet of the 
passengers are warmed as they sit in their seats. 

It is attached to a car without lessening its capaci- 
ty for holding passengers; while the ordinary ar- 
rangements of stoves take up the room of eight 

assengers. The saving in space is thereby more 
Phan the cost of the Apparatus. 

It is absolutely proof against all danger from fire, 
in case of accident to the car. 

It is a most substantial and permanent fixture— 
not requiring removal. 

It requires very much less fuel than any other 


mode. 

It allows the brakeman on the trip his full time 
to answer the call of the whistle. 

It warms the car AT ALL TrMEs, and does not, like 
several other arrangements, only warm when in 
motion.' 

It holds the heat constantly close to the floor of 
the car; while, at the same time, it allows sufficient 
warmth, and the most thorough and even ventilation 
in the region of the head, that a railroad car is sus- 
ceptible of. No other plan admits of the lower part 
of the car being warmed, with ventilation at the 
same time above. 

The —— is now in use on the following 
named rai! : 


New York Central, 
New Haven, Hartford & Springfield, 
udson River, 
Chicago, Hock Island & Pacific, 
New York & New Haven 
Pulimen Palace Oar éo., 
Albany, 
Taunton Branch, 
Erie Railway 
Long Island 
Mich. Sou 


Without a single exception, the numerous rail 
soot and — =e ia ag ay it, 
ak most approvingly of the plan. Further par- 
tleulars furnished on application to the manufac- 
turers. 





ern. 





STEAM AND WATER APPARATUS, 
For Warming and Ventilating all 
Kinds of Buildings. 


BAKER, SMITH & CO, 


149 & 151 Groene St., New York. 
127 Dearborn St., Chicago. 
HARRISBURC 


Foundry and Machine Works | 


(Branch of Harrisburg Car Mfg Co.,) 
Harrisburg, - = Pennsylvania. 


MANUFACTURERS OF 


MACHINISTS’ TOOLS! 


— SUCH AS — 





LATHES, PLANERS, 


Shaping and Slotting Machines 
Bolt Cutting & Nut Tap- 
ping Machines, &c. 


W. T. Hinprur, Treasurer. | 


| 





ON TRUST CO., 


OW NEW YORK. 


No, 73 Broadway, cor. Rector St, 


Capital, - - 1,000,000. 


All paid in and securely savented.) 

| INTEREST ALLOWED ON DEPOSITS, which 
“_> drawn at any time. 

| ie Company is by law and by the order of the 

| Supreme Court made a legal depository of money. 
It will act as Receiver in cases of litigation, take 
charge of, and guarantee the eafe keeping of all 
kinds of Securities, and collect coupons and 

| interest thereon. 

| It ie authorized by law to accept and execute all 
Trusts of every description, in reference to both 

real and personal property committed to them by 

| any person or corporation, or transferred to them 

| by order of any of the Courts of Record, or by any . 

| Surrogate. 

It is especially authorized to act as Register and 
Transfer agent and as Truetee for the purpose of 
issuing, registering or countersigning the certifil- 
cates of stock, bonds or other evidences of debt of 
any corporation, association, municipality, State 
or public authority, and will pay coupons and divi- 
dends on such terms as may be agreed upon. 

In giving special prominence to this department 
of its business, attention is particularly called to 
the paramount advan «of employing this com- 
PANY in the capacity of AGENT, TRUSTER, RECEIVER 
Or TREASURER, in preference to the appointment of 
INDIVIDUALS. A guarantee capital of ONE MILIAON 
DOLLARS specially invested by requirement of its 
charter, and a perpetual succession ; a central and 

rmanent place of business, where business can 

transacted daily, without disappointment or 
delay: its operations directed and controlled by a 
responsible Board of Trustees; and its entire man- 
agement also under the supervision of the Supreme 
Court and the Comptroller of the State. 

Permanency, Constant and Responsible Super- 
vision, Guaranteed Security and Business Conven- 
fence and Facilities, may therefore be strongly 
urged IN ITs FAVOR on the one hand, ‘inst the 
Uncertainty of Life, the Fluctuations of 
Individual Responsibili 
fence on the other. 


ISAAC H, FROTHINGHAM, President. 


AUGUSTUS SCHEL 
HENRY K BOGERT” { Vice-Presidents, 


TRUSTEES. 

JOHN V. L. PRUYN, 

BENJ. H. HUTTON, 

JAS. M. McLAIN, 

Y, W. WHITEWRIGHT, Jr. 
HENRY STOKES 
HENRY E. DAVIks, 
SAMUEL WILLETS, 


usiness, 
ty and General Inconven- 


A. A. LOW, 
HORACE F., CLARK, 
DAVID HOADLEY, 
EDWARD B. WES 
GEO. G. WILLIAMS, 
J. B. JOHNSON, 


B. OH 1 
DANIEL C. HOWELL. 
AMASA J.PARKER, GEORGE W. CUYLER, 
HENRY A. KENT, ' JAMES FORSYTH, 
WILLIAM F. RUSSELL, RJ. DILLON, 

8. T. FAIRCHILD. 


CHARLES T, CARLTON, Secretary. 


SEWER PIPE, DRAIN TILE, 


Bath Brick & Fire Brick, 


Manufactured and Sold by 


THE JOLIET MOUND (0., 


Joliet, wil COs, Illinois, 


Cflice & Yard in Chicago, 


Corner Wells and Polk Sts. 
@~ Orders and inquiries promptly attended to. 
JOLIET MOUND CO, 


WALL PAPERS! 


WINDOW SHADES, &c., &. 


A choice and superior stock of the finest import- 
ed Wat Papers and Winpow S#apes, for sale at 
REDUCED PRICES, at 


No. 89 Randolph St. 


§2 Orders from the city or country for Paper 
Han; , Calcimining, House Painting and Grain 
promptly attended to. The best workmen em- 
ployed and satisfaction guaranteed. 


EF. E. RIGBY, Jr. 
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TO RAILWAY MANAGERS! 


Consult the interests of your Company, by purchasing PIERCE’S ELASTIC RENEWABLE RAIL 
WAY FROG AND CROSSING. The cheapest, best and most durable yet introduced. Examine the 
cuts and specifications, for particulars. All Frogs and Crossings of this device warranted to give 
satisfaction. Orders promptly filled. Address as below. Specifications of 


PIERCE’S ELASTIC 








Railway Frog and Grossing. 























Fie. 1.—A, 


Permanent Bed Plate, Cast Iron. 
B.B. Guard Rails, Cast Iron, wearing surface chilled, (can be made of steel if preferred.) 


©. Base of point, Cast Iron, with chilled surtace, or Steel. 
D. Point, of Cast Steel. 
- KB. Cap, of either Cast or Wrought Iron. 
Fig. 2.— Cross Section, A. Bed Plate. B. Base. C.C. Guard Rails. D.D.D.D. Cap. E. Wood packing 
half-inch thick. F.F.F.F. Wood packing, quarter-inch thick. 
Fia. 3.—Shows the Frog complete, with all its parts adjusted ready for laying down. 


THE ADVANTAGES claimed for this Frog are in brief: Frrst—The permanency of the bed 
plate, on which there isno wear. SEcOND—The durability of the Guard Rails, base and point, and the 
ease with which they can be renewed. Also, the elasticity which is given by the packing, avoiding the 
rigidity of the Solid Frog. Tump—The bed plate being once in position, does’ not require to be taken 
up to tem a new Frog, as the wearing surfaces (Guard-rails, base and point) are renewable at pleas- 
ure. Fourtn—The Cap & is adjustable and easily removed for the purpose of renewing any of the 
worn parts, and can be done in ten minutes time by two men. The Guard-rails, point and base, being 
held in position and fastened by the Cap. By this device a new Frog is produced at about one-third the 
original cost. Frera—It is not necessary to take up or move the connecting rails with the Frog for the 
purpose of renewal. It does away with the interruption to passing trains and the labor incident to 
replacing the old form of Frogs. Many other points of excellence and economy might be adduced 
which it is not deemed necessary to enumerate, believing that a practical examination or test by Railroad 
Managers will bring out its qualities and prove its usefulness. 





PRIOE List. 
(VOLNT OF CAST STEEL, BASE AND GUARD RAILS OF CHILLED IRON SURFACE.] 


Base, $8 each. 

Point, $10 each. 

Guard Rail, $8 each, or Full 
Set, $30, 


ee ee ee ee 


No. 1.—6 Foot Frog about 7 degrees, $85.00 
“ 2-55 6 6s a -<— - $85.00 
3.—5 66 9 882.00 


p ©" Other sizes that may be desired, or renewable parts of Cast Stecl, furnished at proportionate 
rates, 


SHERMAN, MARSH & STEEL, iManufacturers and General Agents, 
OFFICE, 91 WASHINGTON ST., 


















—_OF-— 


EVERY STYLE! 





say" Orders Promptly Filled. -@a 








LIGHT, STRONG 





—-AND— 


SELEGAN TT! 


Important to Railway Companies! 


Tue following, which we take from one ef our exchanges, is but an illustration of how much money 
railroad companies are and have been paying for the old-style baggage-check, and how easy it is for them 
to be daily purchasing baggage-checks, until they amount to millions ere they are aware of the fact : 


‘“*A Rash Promise.—A paper tells the following story of a young lady who is a pupil at one of the 
schools in this city, and who has already, it seems, beaten her father at mathematics. She modestly pro- 
posed that if her father would give her only one cent on one day, and double the amount on each 
successive day for just one month, she would pledge herself never to ask of him another cent of money 
as long as she lived. Pater-familias, not stopping to run over the figures in his head, and not supposing 
it would amount to a large sum, was giad to accept the offer at once, thinking it also a favorable oppor- 
tunity to include a possible earree dowry in the future. At the twenty-fifth day, he became greatly 
alarmed, lest, if he complied with his own acceptance, he might be obliged to be ‘ declared a bankrupt 
on his own petition.’ But at the thirtieth day, the young girl demanded only the pretty sum of 
$5,368,719 12. The astonished merchant was — too happy to cancel the claim by advanci ~ &. A 
cash payment for his folly in allowing himself to give a bond—or his word he considered as good as a 
bond—without noticing the consideration therein expressed, and by promising to return to the old cus- 
tom ot advancing emaller sums daily until otherwise ordered.” 


In comparing the above with the cost of baggage-checks, it is well known by every -man 
that to supply a road perfectly with checks, itis necessary that the baggage should have on it a check 
which, of itself, indicates the station for which the baggage is destined ; if it has not, the baggage-check 
is not perfect or complete. As every intelligent person can conceive at a glance, to bring the checking 
of baggage to such a state of perfection with the old style of baggage-check would cost an immense 
amount of money, as per example: We will take the New Jersey Railroad; we will say that it has 
twenty stations; it will require one thousand checks from New York to Newark, one thousand from 
New York to Elizabeth, one thousand from New York to Rahway, one thousand from New York to 
New Brunswick, and so on to the whole twenty stations. Then we again commence with one thousand 
from Newark to all stations, one thousand from Elizabeth to all stations, and so on until all stations 
are supplied, then we have just commenced ; as other stations are added, and other connections made, 
all this must be done over and over again, and there is no help for it so long as railroad companies con- 
tinue to use the old-style check and system of checking baggage. The next question is, howto obviate 
the necessity of purchasing this immense amount of baggage-checks? Simply by adopting the Thomas 
Safety Baggage-Check and system of checking baggage. By its use, it matters not how many different 
stations are opened, or how many connections are made, the one check will go to every one of them, and, 
by so doing, save tens, if not hundreds of thousands of dollars to railroad companies, and, at the same 
time, obviate the necessity of purchasing checks by the million. 


The following, from 8. E. Mayo, Esq., General Ticket Agent of the Albany & Susquehanna Railway 
—a gentleman who has given the checking of baggage a most carefn), practical consideration—is but 
© ne from nearly forty representatives of the best-managed roads in the country in reference toits incom- 
parable value doth as a local and through check : 


“In reference to the Thomas Safety Railroad Baggage-Check, it has no equal; and, if I were not 
thoroughly convinced by personal experience, that it merits all and more than is claimed for it, I would 
not speak so highly in its favor. As you are aware, we have recently added a large number of new 
through tickets to our stock—with the Erie Railway, alone, some 38 differentforms. With the old style 
of checking baggage, I should have been compelled to buy not less than 3,800 checks for those 38 stations, 
which is obviated by the Thomas system of checking baggage. Instead of covering the whole 
side of my baggage-room with 3,800 different forms of baggage-checks, I simply add 38 
forms of station-cards to my collection, in a thirty-inch case, alongside of which are my brass 
checks for any station designated by card. Another great advantage poseersed by this check over the 
old style, is, if we should discontinue our connection with any route, the Thomas Check is not lost or 
become useless, as is the case with the old style of checking baggage, but with the cards, they at once 
become available elsewhere. Experience daily convinces me that the Thomas Check is the only 
economical, systematic and safe check in use, and that it will not be possible much longer for 1ts opposers 
to close their eyes upon its many great advantages over all other checks and systems of checking bag- 
gage, and it must ultimately commend itself to any and all who are not too prejudiced to give ita fair 
trial. I therefore recommend it with perfect confidence to all railroad companies as the best baggage 
check in use, for both local and through travel.” 


HENRY STEFFEE, Esq., G. T. A. of the Louisville, Cincinnati & Lexington Railroad, says: 


G, F. Tuomas, Esq., 90, 92 and 94 Grand Street, New York: 

DEaR SIR: It 1s with much pleasure that I am able to inform you that our ba; -men consider the 
Thomas Improved Safety Baggage-Check unequaled. They inform me that it facilitates the checking 
of baggage wonderfully, in consequence of being able to send, with any check, a piece of b from 
any station to any station, and not being compelled to spend several minutes in looking for a particular 
check for a certain station; by the use of your check, they save from one-half to two-thirds of the 
time required to check baggage by the old style of check, and with much more ceriainty. To stock 
our road as perfectly with the old style of check as we have with yours, would require, at the least cal- 
culation, full twenty times the number of checks, which, in place of simplifying, complicates the check- 
ing of baggage; your check obviates all this complexity, and so simplifies the business that it is impossi- 
ble to make a mistake, unless through gross negligence or incompetency. Previous to the introduction 
of the Thomas Check, in consequence of the great expense, no road would even think of bringing the 
checking of baggage to such a state of perfection as yours does, it requiring such large quantities of 
brass checks to do the business as i/ oughi to be done, which is the reason such a great number of rail- 
roads, even to this day, adhere to the old English style of pasting and chalking bag; I am satisfied 
that, if the officers of all the railroads were as well acquainted with the superiority of your check in 
every respect as are the officers of those roads upon which it is in use, it would be universally adopted, 
h check, not only on account of its 1 mpi economy and certainty, but also in 


both as alocal and throug 
consequence of its unequaled advantages in facilitating and simp! the whole baggage business. 


8. Scnoon, Esq., Superintendent of the Morris & Essex Railroad, says: 


‘* We have used the Thomas Safety Baggage Check on our road over two years, during which time 
we have never lost a piece of baggage to which it was attached, but, on the contrary, the baggage in 


| every instance arrives at its place of destination with unerring certainty. We do, therefore, without 


OMNIBUSES 


the least hesitancy, recommend its use to any railroad company, being fully satisfied, after the most 
thorough trial, that, for a safe, reliable railroad baggage check, it has no equal, and, were it at this time 
in use tpon every road in the country, the checking of baggage would not only be reduced to a perfect 
system, but would also be the means of saving railroad companies fully one-half of the present cost of 
conducting the baggage business.” 


James M. Wurrs, Esq., Train Master of the Central Railroad of Georgia, says: 

“We are much pleased with the Thomas Patent Safety Baggage Check. They are just the check 
required by railroad companies, as they can be prepared in advance, or c’ ed in a moment, for any 
station, and @ very small number of brass checks the work of many. There is not the least doubt, but 
that it will in time take the place of all other baggage checks now in use. 


A. C. Davis, Esq., G. T. A. of the Belvidere, Delaware & Flemington Railroad, says: 











“The Thomas Safety Baggage Check works to our entire satisfaction. No failure in the transmission 
of baggage since we commenced its use over two years ago. The baggage masters are pleased with 
| them, and I am well satisfied they are the best baggage check in use, and better calculated to perform 
| the various duties of local and th hh business than any or all other bageage checks I have ever 
| seen, Every check is, and has been, kept in constant use since we first commenced using them; and, so 
| far as certainty, simplicity and economy are concerned, they have no equal.” 


| (2 All necessary information in reference to the Thomas Patent Safety Railroad, Steamboat and 
| Express Baggage Check will be given by addressing 
] 


oa. EF... THEOM AS Editor Appleton's B’y Guide, 


20, 82, 94 Grand St., New York 
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THE 
“RED LINE! 


— RUNNING OVER THE— 
Michigan Southern and Lake Shore R. R.’s, 


— WAS THE — 


FIRST LINE to CARRY FREIGHT BETWEEN the EAST and WEST, 
WITHOUT CHANGE OF CARS! 


CARS RUN THROUGH TO 


NEW YORK AND BOSTON, 


IN FOUR AND FIVE DAYS! 











t# Contracts made at the Offices .f the Line. gg? 


. Shutter, Agent A. Cushman, Agen 
27 Broadway, New York. Vl Beat House, Boston, Mass. 


W. D. MANCHESTER, Agent, 54 Clark St., Chicago, 
Great Central Route. 


** BLUE LINE...” 


ORGANIZED JANUARY 1, 1867. 











1870. 








OWNEDgAND OPERATED BY THE 
Michigan Central, Illinois Central, Chicago, Bur- 
lington & Quinoy, Chicago & Alton, Great 
Western (of Canada), New York Central, 
Hudson River, Boston & Albany, and Provi- 
dence and Worcester Railroads. 


Tar ** BLUE LINE °? is the only route that offers to shippers of freight the advantages of an 
unbroken gauge through from Chicago to the Seaboard, and to all Interior Points on the line of Eastern 
Connections beyond Suspension Bridge and Buffalo. All Through Freight is then transported between 

the most distai_. points of the roads in interest, 


WITHOUT CHANGE OF CARS! 


The immense freight equipment of all the roads in interest is employed, as occasion requires, for the 
through service of this Line, and has of late been largely increased. This Line is now pre pared to extend 
facilites for the transit and delivery of all kinds of freight in Quicker Time and in Better Order than 


ever before. The Bluc Laine Cars 


are all of a solid, uniform build, thus at at lessening the chances of delay from the use of cars of a 
mixed construction, and the consequent culty of repairs, while remote from their own roads. The 
dlue Line is operated by the railroad companies who own it, without the intervention of intermediate 
parties between the Roads or Line and the public. 

Trains run through with regularity IN FOUR OR FIVE DAYS to and from New York and 
Boston. Especial care given to the Safe and Quick Transport of Property Liable to Breakage or Injury, 
and to all Perishable Freight. 

Claims for ove —— = loss or damage, + promptly settled upon their merits. Be particular and direct 
all ee % be marked and consigned 


‘BLUE LINE.” 


¢.. FREIGHT CONTRACTS given at the offices of the company in Chicago, New York 
and Bost 


on. 


J. D. HAYES, Gen. ManaGEr,. ..Detroit. | P. K. RANDALL,..No. 11 State St., Boston 
C. E. Nosiez,..... No. 8 Astor House, N. Y. |} F. A. Howe,....31 Dearborn St., Chicago 
WD, MUMBO. cccavcn cescoal Quincy, Ill. | W. W. STREET, .31 Dearborn St., Chica 
Gro. E. JARVIS,...... 273 Broadway, N. Y. | J. JOHNSON,****.......0..000 _Cairo, ll 
Fig 7 HOOPS, GEN. > t Aart. Michigan Central Railroad, Chi ones 
t., Chicago. 


« WALLINGFORD, Acr. Grt. West'N R. R., No. 91 | Lake 8 
XN: A. SKINNER, Vrelght Agent Michigan Genital Railroad. 


Empire Line! 


THE EMPIRE TRANSPORTATION COMPANY’S 


Fast Freight Line to the East 


TO THE COAL AND OIL REGIONS, 
Via Michigan Southern, Lake Shore, and Philadelphia & Erie R. R.’s, 


VVITeETouwnTr TRANSFER! 
Office, No. 72 LaSalle Street, (hicago. 


GEO, W. RISTINE, Western Superintendent, Cleveland, Ohio. 
wes . Van Demark,..265 Broadway, New York. | E. L.. O’ Donnell,.................++++ Baltimore, Ma 
a. moo alleh,....42 South 5th St., Philadelphia. | Wm. F. Sumithy..........----ceeeeeeeeees Erie, Penn. 
JOHN WHITTAKER, Pier 14 North River, New York. 


JOSEPH STOCKTON, Agent, 


W. T. HANCOCK, Contracting Agent. 
WM. F. GREFFITTS, Jr., Gen. Freight Agent, Philadelphia. :- 














Chicago. 





General Freight Department. 


The Illinois Gentral Railroad 


ARE PREPARED TO TAKE FREIGHT FOR 


@ * 2 
Cairo, St.Louis, Peoria, 
BLOOMINGTON, SPRINGFIELD, JACKSON VILLE, 


And All Points in the Central and Southern parte of the State; 


MOBILE & NEW ORLEANS BY RAIL OR RIVER 


And ALL POINTS on the MISSISSIPPI below CAIRO. Also, to. 
E'reeport, Galena and Dubudcque. 





t# Freight Forwarded with Promptness and Despatch, and 
Rates at all times as LOW as bv anv other Route. 


BY THE COMPLETION OF THE BRIDGE AT DUNLEITH, 


TukyY Arg ENABLED TO TAKE FREIGHT To aut Ports West or DUBUQUE 
tw” WITHOUT CHANGE OF CARS! gg 


DELIVER FREIGHT IN CHICAGO ONLY at the FREIGHT DEPOT of the Com- 
pany, foot of South Water St. Parties ordering Goods from the East should have the packages marked ; 


“Via Illinois Central Railroad.” 


For THROUGH BILLS OF LADING, and further information, 
pply to the Loca Fretaut AcrEnt at Chicago, or to the undersigned, 


M. HUGHITT, Gen. Supt. J. F. TUCKER, Gen, Freight Agt. 


4, H. LINVILLE, PRESIDENT. J. L, PIPER, GEN. MANAGER. A. @. SHIFFLER, 8UP'T & TREAS, 


The Keystone Bridge Company 


OF PITTSBURGH, PENN. 


Office and Works, 9th Ward, Pittsburgh, Pa. Philadelphia Office, 426 Walnut Street 
GENERAL WESTERN OFFICE :—13 Fullerton Block, 94 Dearborn St., 
CHICAGO, ILL. 


(2 This Company possess unrivaled facilities for manufacturing and erecting every description of 
Tron and Wooden Railway and Road Bridges, Roofs, Turn-Tables and Build- 
ings, ** Linville and Piper? Patent Iron Bridges, Self-Sustaining Pivot Bridges, 
Suspension Bridges, and Ornamental Park Bridges, Contractors for Wooden or Iron 
Bridges of any pattern, as per plans and specifications. Circulars sent on application. 

WALTER KATTE, ENGINEER. A. D, CHERRY, SECRETARY. 


THE UNION PATENT STOP WASHER, 


Manufactured at Coatesville, Chester Co., Pe. on the 
line of the Pennsylvania Central R. R., has now stood 
the test of o pence wap use on the above road, the Phila- 
hia, Wilmington & ayy and Philadel 

eading Railroads, for the past two years, and proved 
itself to be what is claimed for it—a perfect security 
— the unscrewing or receding of nuts. Ite sim- 

icity, efficiency and cheapness over ears aY er the 
caee for the purpose should recommend 
attention of all persons having charge of ‘Railroad 
tracks, cars and inery. 

It is especially adapted to, and ey nyten I ap by 
leading Railroads of the country for the purpose of se- 
curing nuts on railway joints. 

The accompanying cuts show the ap; Mestion of the 
Washer. For further information, apply 


A GIBBONS, Coatesville, Pa, 


MANSFIELD ELASTIC FROG COMPANY 












































OF a 


AMOS T. HALL, President, J. H. DOW, Superintendent. 





Are now prepared to receive and poomnatty execute orders for RAILROAD FROGS and CROSSINGS, 
warranted to prove satisfactory to purchasers 


DURABILITY, SAFETY and ELASTICITY—bdeing a combination of Se, Boiler Plate and 
Weel ae are UNEQUALED, as Certificates of Prominent Railroad Officials will testify. 


The SAVING TO ROLLING STOCK AND MOTIVE POWER is at least equal to double the cost of 
the FROG. Orders should be eddressed to 


CRERAR, ADAMS & CO., Gen’l. Agents, 
18 Wells Street. CHICAGO. 


LEBANON MANUFACTURING COMPANY, 


LEBANON, PENNSYLVANIA, 


18 PREPARED TO BUILD AT SHORT NOTICE, 


HOUSE, GONDOLA, COAL, ORE, 


And all other Kinds of 


CARS! 
Also, IRON and Every Description of CAR CASTINGS Made to Order. 


J. M GETTEL, Superintendent 


NWo. 








DR. C. D. GLONINGER, President. 
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CHICAGO, ROCK ISLAND & PACIFIC 


RAILROAD. 


@w THE DIRECT ROUTE FOR 2 
Joliet, Morris, Ottawa, La Salle, Peru, Henry, 
Lacon, Peoria, Geneseo, Moline, Rock Island, 
DAVENPORT, MUSCATINE, WASHINGTON, IOWA CITY, 
Grinnell, Newton, Des Moines. 


COUNCIL BLUFFS & OMAHA 


CONNECTING WITH TRAINS OX THE UNION PACIFIC RAILROAD, FOR 
CHEYENNE CENTRAL CITY. OGDEN, SALT LAKE 
WHITE PINE, PO TELENA, SACRAMENTO, SAN FRANCISCO, 


And Points in Upper and Lower California; and with Ocean Steamers at San Francisco, for all Points in 
ee éhina, Japan, Sandwich Islands, Oregon and Alaska. 


(@ TRAINS LEAVE their Splendid new Depot, on VanBuren Siac, Chicago, as Sollows : ai 
A 


{Sande excepted). a 0 a.m. 3.25 >. m 

3 4 BU, oSSMMODATI BION, (Sundays cxeepied)....- Ce a 1983 sm e = [Mon. ex. 386 2: a. ad 4 

Elegant Palace Sleeping Cars run Through to Peoria & Council Bluffs 
WITHOUT CHANGE! 


TICKETS TO ST. LOUIS! 


FIRST CLASS, one Meals and Besths on Steamer ‘bet. Peorla and St. Louis, 
SECOND CLA 





9s. 00 
- $5.50 


AN ELEGANT PASSENGER STEAMER 
Leaves Peoria eve — for St. Louis, upon arrival of Night Express, leaving Chicago daily (Satur- 
day excepted) at 1 ey from Great Rock Island Depot, head of LaSalle St., arriving in St. 
Louis the following bot ad connecting with morning trains leaving the city,“and with ‘steamers down 
the River. 
Families Emigrating to Missourl or Kansas, wi!) find this the most desirable and 
cheapest Route, as through Freight Rates for household goods are much lower than all rail routes. 


(@ Connections at La SALLE, with Illinois “- Railroad, North and South; at PEORIA, with 
Peoria, Pekin & Jacksonville Railroad, for Pekin, Se wit &c.; at PORT BY RON JUNCTION, for 
Hampton, LeClaire, and Port Byron ; at ROCK ISLAND, with Packets North and South on the Miss 
issippi River. 

or Tae. Tickets, and all desired information in regard to Rates, Routes, etc., call 
0. 


$7 South Clark Street Chicago. 
P. A. HALL, Asst. Gen, Supt, 


A.M. SMITH, Gen, Pass. Agent, HUGH RIDDLE, Gen, Supt. 
8. W. ADAMS, Secretary. 


R. T. CRANE, President. Cc. 8. CRANE, Vice-President. 


THE NORTHWESTERN MANUFACTURING COMPANY, 


SUCCESSORS TO R. T. CRANE & BRO, 


we F 
at the Company’s Office 











MANUFACTURERS OF FIRST-CLASS — 


steam imines 


(EXORIZONTAL AND UPRIGHT, ] 
With Yremain’s Patent Balance Valve, 
Brass and Iron Goods for Steam and Gas Fitters and Engine 
Builders, Matleable Iron Castings, &Ac. 


STEAM PUMPS, AND GENERAL MACHINERY, 


WROUGHT IRON PirYPeBb, 


CONSTRUCTORS OF R. T. CRANE'S 


PATENT STEAM WARMING & VENTILATING APPARATUS, 


Perfected, Simplified and adapted to Dwellings, School-houses, Churches, &c., &c. 


Jefferson St, hetween Lake and Randolph, Chicago 
OFFICE: 100 WASHINGTON ST. 


PITTSBURGH CAST STEEL SPRING WORKS. 
A. French & Co., 


Manufacturers of Extra Tempered, Light Elliptic 


CAST STEEL SPRINGS, 


FOR RAILROAD CARS AND LOCOMOTIVES, 


FYROM BEST CAST STEEL. 
OFFICE AND WORKS:—Cor. Liberty and 2ist Sts., PITTSBURGH, PA. 


CHICAGO BRANCH, 88 Michigan Ave. 

















HUSSEY, WELLS & CoO., 


MANUFACTURERS OF ALL DESCRIPTIONS OF 


CAST STEEL! 


BEST REFINED STEEL FOR EDCE TOOLS. 


Particular attention paid to the Manufacture of 


Steel for Railroad Supplies. 


ELOMOGENEBTIOUS PLATES, 


For Locomotive Boilers and Fire Boxes. 


Smoke Stack Steel, Cast Steel Forgings, 


FOR CRANE PINS, CAR AXLES, &C. 





Also Manufacturers of the Celebrated Brand, 


" Hussey, Wells & Co, Cast Spring Steel,” 


&® For Eliptic Springs for Railway Cars and Locomotives, xi 


Office and Works, Pittsburgh, Pa. 


BRANCH WAREHOUSES: 


88 MICHIGAN AVENUE, CHICAGO. 
1389 & 141 Federal St. Boston. | 80 Gold St. - °- - 





New York 








Vose, Dinsmore & Co., 
NATIONAL SPRING WORKS, 


MANUFACTURERS OF 





Volute Buffer Spring. Group Rubber Center Spiral Spring 


VOLUTE BUFFER, INDIA RUBBER, RUBBER 
CENTRE SPIRAL, COMPOUND SPIRAL, 


AND OTHER 


RAILWAY CAR SPRINCS. 


No. I Barclay St., NEW YORK. | No. 15 La Salle St., CHICAGO. 
WORKS ON 129th AND 130th STREETS, NEW YORK. 








HEH 














MANUFACTURERS 


OF 


Superior Cast Steel Files. 


LANCASTER, PA. 


The National Iron Co. 


[Successor to Wm. Hancock, Rough and Ready Iron Works, ] 
IEBESTABLISHED 1847. 


DANVILLE, PEN NSYLVANIA. 


(MANUFACTURER OF 


RAILROAD IRON, 


RAILBOAD CHAIRS, SPLICE BARS AND BOLTS, FROGS, SWITCH RODS, se AND 
EVERS, HOOKHEAD AND COUNTERSUNK HEAD 8 TIKES, BRIDGE AND CAR 
BOLTS, ROLLS AND ROLLING MILL MACHINERY, BLAST FURNA 
CASTINGS AND MACHINERY, STEAM ENGINES AND BO. 
ZJRON AND BRASS CASTINGS, ENGINE 
MACHINE WORK, STEAM & WATER 
FITTINGS, &c., &c. 

WM. HANCOCK, President. 
BENJ. J. WELCH, Sec. Treas. and P. ©. BRINCK, Vice-President, 401 
Gen. Manager, anville, Pa. Walnut Si., Philadelphia. 
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HUNG A NOMTIVENTE ft W. 


| 


Comprising the PRINCIPAL RAILROADS from CHICAGO Directly NORTH 
NORTH-WEST and WEST. 


ALL RAIL TO THE PACIFIC OCEAN! 
Great California Line. 


TRAINS LEAVE WELLS STREET DEPOT AS FOLLOWS: 


8:15 A. M. Cedar Rapids Pass!11:00 P. M. Night Mail. 
10:45 A. M. Pacific Express. |11:00 P, M. R. Island Pass. 
10:45 A. M. Rock Island Exp.|4:00 P. M. Dixon Passenger. 


For Fulton, Clinton, Cedar Rapids, Boone, Denison, Missouri Valley Junction, Sioux City, Council 
Blufis and Omaha, there connecting with the 


UNION PACIFIC R. RNR. 


For Cheyenne, Denver, Ogden, Salt Lake, the White Pine Silver Mines, Sacramento, San Francisco, an 
all parts of Nebraska, Colorado, New Mexico, Arizona, Wyoming, Montana, 
Idaho, Utah, Nevada, and the PACIFIC COAST. 








FROM CHICAGO Hours, ist Class Fare, FROM CHICAGO Days. Ist Class Fare. 
To OMAHA,...... 23 $20.00|To SACRAMENTO,. 41¢ $118.00 
‘* DENVER,..... 52 70.75; ** SAN FRANCISCO, 5 118,00 





TRAINS ARRIVE :—Night Mail, 7.00 a.m.; Dixon Passenger, 11.10 a. m.; Pacific Express, 
3:25 p. m.; Rock Island Express, 3:25 p. m.; Cedar Rapids Passenger, 6:50 p. m. 


FREEPORT LINE. 


9, 0 0 A. M. & 9, 4 5 P, M. apy gt gene Freeport, Galena, Dun- 


4.00 P. M., Rockford Accommodation. 
5.30 P.M., Geneva and Elgin Accommodation 
6.10 P. M., Lombard Accommodation. 


TRAINS ARRIVE :—Freeport Passenger, 2:30 a. m.,{3:00 p. m.; Rockford Accommodatio1, 
11:05 a. m.; Geneva and Elgin Accommodation, 8:45 a. m.; Lombard Accommodation, 6:50 a. m. 


WISCONSIN DIVISION. 


2 Trains leave Depot, cor. West Water and Kinzie Sts., daily, Sundays excepted, as follows: 
) N DAY EXPRESS, for Janesville, Monroe, Whitewater, Madison, Prairie du 
10 OC A. iY Chien, Watertown, ‘Minnesota Junction, Portage City, Sparta, La Crosse, St. 
Paul, and ALL POINTS ON THE UPPER MISSISSIPPI RIVER; Ripon, Berlin, Fond du Lac, Oshkesh, 
Neenah, Appleton, and Green Bay. 
3.00 P. M., Janesville Accommodation. 
' NIGHT EXPRESS, for Madison, Prairie du Chien, Watertown, Minnesota 
5.00 | M. Junction, Portage City, Sparta, La Crosse, St. Paul, and ALL POINTS ON THE 
UPPER MISSISSIPPI RIVER ; ripen Berlin, Fond du Lac, Oshkosh, Menasha, Appleton, Green Bay, 
and THE LAKE SUPERIOR COUNTRY. 
5.30 P. M., Woodstock Accommodation. 
TRAINS ARRIVE:—5:30 a. m., 9:00 a. m., 2:00 p. m. and 7:15 p. m. 


MILWAUKEE DIVISION. 


= > EXPRESS, (except Sunday,) for Waukegan, Keno- 
9.45 A. M ° & 5.00 I e M. sha, Racine and Milwaukee. 

WAU E ACCOMMODATION, with Sleeping Car attached.............. 11:00 P. M. 
FER EE AM MODA TION, (Daily.) from Wisconsin Div. Depot........... 1:30 P. M. 
KENOSHA ACCOMMODATION, (Sundays excepted) from Wells St. Depot..... 4:15 P. M. 
AFTEHNOON PASSENGER, from Milwaukee Div. Depot... wet eee see seeneseees 3 
WAUKEGAN ACCOMMODATION, (except Sundays) rom Wells St. Depot..... 
WAUKEGAN PASSENGER, (Sundays excepted) from Wells St. Depot........... G:10 P. M. 

TRAINS ARRIVE :—Night Accommodation, with Sleeping Car, 5:45 a. m.; Day Express, 
10:45 a. m. and 7:30 p. m.; Waukegan Accommodation, 8:40 a. m.; Kenosha Accommodation, 93:10 
a. m.; Evanston Accommodation, 4:00 p. m.; Waukegan Passenger, 8:10 a. m. 


PULLMAN PALACE CARS ON ALL NIGHT TRAINS. 
THROUGH TICKETS Can be purchased at all principal Railroad Offices 


East and South, and in Chicago at the Southeast 
corner of Lake and Clark Streets, an 


er Stations as above. 
H. P. STANWOOD, INO. P. HORTON, 
Gen. Ticket Agt. 


Western Union Railroad. 


MILWAUKEE & CHICAGO DEPOT, 
| MILWAUKEE, 








GEO. L. DUNLAP, 
Gen’! Supt, 











CHICAGO & NORTHWESTERN DEPOT, 
CHICAGO. 


THE DIRECT ROUTE! 
CHICAGO, RACINE & MILWAUKEE, 


Beloit, Savanna, Clinton, Pt, Byron, Davenport, Mineral Point, 
Madison, Freeport, Fulton, Lyons, Rock Island, Sabula, 
Galena, Dubuque, Des Moines, Council Bluffs, 


OMAHA, SAN FRANCISCO 


AND ALL PRINCIPAL POINTS IN 


Southern and Central Wisconsin, Northern Illinois, and Central and Northern Lowa. 
FRED. WILD, D. A. OLIN 


Gen. Ticket Agent. Gen. Superintendent 


GRERAR, ADAMS & CO. 


Railroad Supplies! 


CONTRACTORS’ MATERIAL. 
11 and 13 Wells Street, 


CHICAGO, ILL. 




















-LIGHTS for Locomotives, 
tation Lamps, 


Manufacturers of IMPROVED H 
‘ignal Brass Dome 
Car Trimmings, of 


Lanterns, Car and 
Cylinder Heads, and 





Pan-Handle 


—AITD— 


Penna Gentral Route East! 


s@- SHORTEST AND QUICKEST ROUTE, via COLUMBUS, TO “a 


PITTSBURGH, BALTIMORE, PHILADELPHIA & NEW YORK 


On and after Saturday, JANUARY 1st, 1870, Trains for the East will run as follows: 
[DEPOT CORNER CANAL AND KINZIE 8T8., WEST SIDE. ] 


6:45 A. M. NEW YORK EXPRESS. 


(SUNDAYS EXCEPTED.) Arriving at 


CoLumBus.....8:55 P. M.| HARRIsBURG...2.30 P. M.| New York....10:26 P. ¥. |\Wasntnaron 
BURGH. .,.4:47 A. M.| PatLapgELruta .2:00 P, M.| BaLTIMoRE.... 7:00 P. M.| QURB so o000. 10:00 P. M, 


7:45 P. M. NIGHT EXPRESS. 


(SATURDAYS EXCEPTED.] Arriving at: 


CoLumBvs.. .11:10 A. M.| Harrtsnure., 5:20 A. M | New Yorx....12:05 P.M.) Wasntneron, 1:00 P, M 
PrrrsspurGs.. 7:05 P. M.| PurLapetruta,9.40 A, M., BALTImoRE,.. 9:00 A. M.| Boston....... 11:50 P. M 


Woodruff’s Palace Day and Sleeping Cars 


Run Through to COLUMBUS, and from Columbus to NEW YORK, Wrrnovur Cuaner! 


ONLY ONE CHANGE TO MEW YORK, PHILADELPHIA, OR BALTIMORE | 


TRY THE NEW ROUTE. FARE AS LOW AS BY OTHER LINES, 


CINCINNATI & LOUISVILLE AIR LINE SOUTH 


Miles the Shortest Route to Cincinnati, 
18 Miles the Shortest Route to Indianapolis and Louisville 


—— FROM ONE TO—— 


<> Hours the Quickest Route to Cincinnati 


THE SHORTEST AND BEST ROUTE TO 
Columbus, Chillicothe, Hamilton, Wheeling, Parkersburg, Evansville, 
Dayton, Zanesville, Marietta, Lexington, Terre Haute, Nashville, 
ALL POINTS IN CENTRAL & SOUTHERN OHIO, & INDIANA, KENTUCKY & VIRGINIA, 
— QUICK, DIRECT AND ONLY ALL RAIL ROUTE TO — 


New Orleans, Memphis, Mobile, Vicksburg, Charleston, Savannah, 


AND ALL POINTS SOUTH. 
Cincinnati, Indianapolis and Louisville Trains run as follows: 


THROUGH WITHOUT CHANGE OF CARS! 


G:45 A. Mi. "7:4295 Fr. 

















* 
(Sundays excepted) Arriving at (Saturdays excepted.) Arriving ». 
EROAP ORR ac 0cccvccnccccccccscses cook P. BE. | LOGAMTPOME. 00. cccccccccccsccccecccccss 1:50 A.M 
CS Fea cccscccccccces 1:00 % Me | ROROMO......00 "40 A. M, 
UII, ov. 00 csccvcccccctocccecsee 9:40 P. M. | CINCINNATI.... 0:00 A. M, 
INDIANAPOLIS ses ceeeeccees 4:30 P. M, | INDIANAPOLIS.. «+. GOO A.M, 
MOUEBVIEERB. .0cccccccccccccccccccccccccs REED BD. Th, UEOMIVEREB coc ccccccccccccceseccccccoes 3:20 P. M. 
Lansing Accommodation: Leaves 3:45 P.M. Arrives 9:15 A.M. 


PULLMAN’S PALACE SLEEPING GARS! 


Accompany all Night Trains between Chicago and Cincinnati or Indianapolis. 





(2 Ask for Tickets via COLUMBUS for the Mast, vie, HAGERSTOWN for Cincinnati 
and via KOKOMO for Indianapolis, Louisville and poinis South. ckets for sale and 
Shocping Car Berths secured at 95 RANDOLPH STREET, CHICAG®, and ai Principal 


Picket Offices in ibe Wesi and Northwest. 
8. F. SCULL, I. 8S. HODSDON. 
Northwestern Pass. Agt., Chicago. 


KANSAS PACIFIC RAILWAY. 


Great Smoky Hill Route! 


— TO— 


COLORADO, NEW MEXICO, ARIZONA, UTAH, 


Montana, Nevada, California and Northern States of Old Mexico. 


COMPLETED THROUGH KANSAS, TO 
Carson, Colorado, 487 Miles West of Kansas City and Leavenworth. 


Close Connections are made with Express Trains of the Hanwnrpat & St. Josepu and Norra Missouri 
RAaILRoaADs, at KANSAS CITY, and with Missourt Paciric Rartnoap at STATE LINE. 
DAILY EXPRESS TRAINS are run between 


KANSAS CITY, LEAVENWORTH, LAWRENCE, 
Topeka, Wamego, Manhattan, Junction City, Salina, Brookville, 


HARKER, HAYS and CARSON, 


Pullman’s Sleeping Cars Attached to Night Express Trains! 
Passenger Time from Kansas City to Denver, Less than 50 Hours. 
mie, & Co.'s Four-Horse Concord Coaches leave Carson daily for Denver, Central City, George 


Southern Overland Passenger Express and Mail Coaches leave Carson daily for Fort Lyon, Pueblo- 
Trinidad, Fort Union, Las Vegas, Santa Fe, &c. 


Ask for Through Tickets via Kansas Pacific Railway, ** Smoky 
Hill Route. Freight and Passage Rates as Low and Time as Quick as by any Route. 


R. B. GEMMELL, Gen. Ticket Agent. A. ANDERSON, Gen. Supt. 
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THE FAVORITE THROUGH PASSENGER ROUTE! 


Chicago, Burlington & Quincy 


RAILROAD, AND CONNECTIONS. 


3 THROUGH EXPRESS TRAINS DAILY. 








FROW CHICAGO Hours, 1st Class Fare. FROM CHICAGO Days. 1st Class Fare. 
To OMAHA, - - 23 $20.00;|\To DENVER, - - 2% $70.77 
‘© ST. JOSEPH, - 21 19.50| * SACRAMENTO, 4% 118.00 
** KANSAS CITY, - 22 20.00; * SAN FRANCISCO, 5 118.00 








Trains LEAVE Ca1ca@o from the Great Central Depot, foot of Lake Street, as follows: 


uae 8: KHOKUK, COUNCIL BLUFFS AND OMAMA, 


M, MAH aily except Sunday,) stopping at 
O. fi. Ft all stat L AND EX XPRESS and ettaton, makiog “close connec- 
tions at ss with ~ nots Central for Amboy, Dixon, Freeport, Galena, Dunleith, Dubuque, LaSalle, 
, (Daily except Sunday,) stopping 


E! Paso, Bloomington, &c 
FAG ic ES ‘2 insdale, Aurora, Leland, Mendota, Prince- 


ton, LOIS 20 Buda, A.M. ©: Ag Gale sburg, and Monmouth, between Chicago and 


Burlington. LMAN PALACE DRAWING ROOM CAR attached to this train daily 
from C — 


TO COUNCIL BLUFFS AND OMAHA, WITHOUT CHANGE! 
TAse3Q2 P.M GEE RAR ots corgi 
this train from Chicago to suntimaven, without change! This isthe only Route between 

CHIGAGO, GOUNCIL BLUFFS & OMAHA, 
Pullman Palace Dining Cars! 

The Shortest, Best, Quickest and only Route between 
CHICAGO c& BHEOK,U sG., 
Without Ferrying the Mississippi River / 
QUINCY, ST. JOSEPH, LEAVENWORTH AND KANSAS CITY, 


Or: ACIFIC P , (Daily, except Sunday,) with 
LO ALACHK CUACH attached, Tunning through from Chicago 
to KANSAS Ur , Wathout youll 

PRESS, (Daily, except Sunday,) with Pull- 
3:30 Pp, M, EXE man Sad rawing’ Room Sleeping Car attached, 
running through trom — to QUINCY, WyTHouT CHANGE 
M, Mes? EXPRESS (Daily, except Saturday,) with Pull- 
ia: 3O eman Walace sleeping Car attached from Chicago to 
GAL Ore ALACK oF a. from Chicago to QUINVY, Svien out Change! 
(2 This is the Shortest, Quickest and only Route between _ ge} 


CHICAGO AND KANSAS CITY, 


WITHOUT CHANGE OF CARS OR FERRY. 
THE SHORTEST, BEST AND QUICKEST ROUTE BETWEEN CHICAGO AND 


St. Joseph, Atchison, Weston, Leavenworth, 


AND ALL POINTS ON THE KANSAS PACIFIC R’Y. 





' IVERSIDE & HINSDALE ACCOM..1:30 & 6:00 P, M. 
\MEVDOTA (fl) =e 3:30 P. = 

00a rains Bave AURORA PASSENGER............ 6066 .5606.00555 5:30 P. M. 
Trains Arrive :—Mail and rees, 3:40 p.m.; Atlantic Exp., 4:00 p. m., except Sunday ; Night 


Exp, 6:00 a, m., except Monday; Mendota Passenger, "9:50 a, m.; Aurora Passenger, 3:35 a. m.; River- 
side and Hinsdale Accommodation, 7:30 a. m, and 5:30 p. m., except Sunday. 


Ask for Tickets via Chicago, Borlington & Quince Railroad, which can be ob- 
tained at all principal offices of connecting roads, and at Company's office in Great Central Depot, Chica- 


go, at as low rates as by any other route. 
ROB’T HARRIs, SAM’L POWELL, E. iA PARKER, 


Gen’l — Ge — boyy Age 
Go. CHICAGO. 








ta" PASSENCERS COINC WEST ! “Ga 


lo Missouri, Magen, Nebraska, Colorado or New Mexico, Should 
Buy Tickets via the Short Route 


HANNIBAL & ST. JOSEPH R. BR. LINE. 


Three Express Trains from Quincy or Macon to St. Joseph. 


——ALSO DIRECT——— 


‘ro hansas City 


@ WITHOUT CHANGE OF CARS! a4 
CONNECTIONS ARE CLOSE AND DIRECT FOR 


ATCHISON, WESTON & LEAVENWORTH. 


CONNECTIONS: 


AT KANSAS CITY, with Kansas Pacific Railway, for Lawrence, Ottawa, Topeka, Fort Riley 
Junction city, Fort Hays, Sheridan, &c. 


AT KANSAS CIPY, with Kansas City, Fort Scott, and Galveston Railroad, for Fort Scott, Fort Gib 
son, Mavecstene 


AT st. JOSEPH, with St. Joseph & Council Bluffs Railroad, ALL RAIL from St. Joseph to 


Nebraska City, Council Bluffs & Omaha. 


AT B ay with Nebraska Union Pacific Railroad, for Fort Kearney, Julesburg, Cheyenne, Lara 
AT COUNCIL BLUFFs, for Sioux City, all Rail. 


2" By this Line, passengers have choice of Overland Routes, either via Smoky Hill or Platte Route 
To Denver, Y Conta City, Salt Lake, Sacramento, California and all points in the Mining Regions. 


Daily Overland Coaches via Smoky Hill Route leave Sheridan, end of U,P,R.R,, for Santa Fe and New Mexico 


Through Tickets for Sale at all Ticket Offices, 
P. B. GROAT, Gen. Ticket Agent. GEO. H. NETTLETON, Gen. Supt. 
HENRY STARRING, Gen. Agent, Chicago. 

















Old, sennananbende Air-Line Route! ! 


MNCAGO, ALTON ai ST.LOUIS. 


SHORTEST, QUICKEST AND ONLY DIRECT ROAD TO 


Bloomington, Springfield, Jacksonville, Alton, 


—— AND —— 


sT. LOoOvuUISsSs 
WITHOUT CHANGE OF CARS. 


THE ONLY ROAD MAKING IMMEDIATE CONNECTIONS AT ST. LOUIS, 
WITH MORNING AND EVENING TRAINS 


— ose 


ATCHISON, LEAVENWORTH, KANSAS CITY, 


Lawrence, Topeka, Memphis, New Orleans, 


And All Points South and Southwest. 

















{2 TRAINS leave Cutcago from the West-side Union Depot, near Madison Street Bridge._gaeg 


EXPRESS MAIL, [Except Sundays].................ccccceecee seen eee wwiinksabenicnn iil 10:00 A. M. 
LIGHTNING EXPRESS, [Except Saturdays and Sundays]..................0e0- 11:00 P. M. 
NIGHT EXPRESS, [Except Saturdays]. ........... .ccccccccccccccccccsccscsvesecs 7:05 P.M. 
JOLIET ACCOMMODATION, [Except Sundays]................. ceeeeeeees eeee 4:00 P. M. 


JACKSONVILLE EXPRESS, [Daily] 
Trains arrive at Chicago at 8.10 P. M.,'7.10 A. M. and 12:45 P.M. Joliet Accom., 9.45 A. M. 
This is the ONLY LINE Between CHICAGO & ST. LOUIS RUNNING 


Pullman's Palace Sleeping and Celebrated Dining Cars | 


BAGGAGE CHECKED THROUGH. 
Through Tickets can be had at the Company’s office, No. 55 Dearborn street, Chicago, or at the 
Depot, corner of West Madison and Canal streets, and at all principal Ticket Offices in the United States 
and Canada, Rates of Fare and Fre ights as low as by any othe er Route. 


A. NEWMAN, Gen. Pass. Agent. J. C. McMULLIN, Gen. Supt. 


North Missouri R. R. 


PASSENGERS FOR 


KANSAS AND THE WEST, 


ARE REMINDED THAT 


THE NORTH MISSOURI R. R. 
—— 


11 MILES SHORTER than any other Route! 


BETWEEN 


St. Louis and Kansas City. 


15 Miles Shorter between ST, LOUIS and LEAVENWORTH 


— AND— 


<4L© MILES SHORTER TO ST. JOSEPH! 


THAN ANY OTHER LINE OUT OF ST. LOUIS. 











sa Three, Through Express Trains Daily ! “@a 
Pullman's Celebrated Palace Sleening Cars on all Night Trains ! 


FOR TICKETS, eres at all Railroad Ticket Offices, and see that you get your Tickets 


via ) ag B, and North Missouri 
CC. N. PRATT, se M. DAVIES, S. H. KNIGHT, 
Gencral Trccege Agent, General imu 


Pacific Railroad of Missouri. 


THE MOST DIRECT AND RELIABLE ROUTE FROM 8ST. LOUIS THROUGH TO 


KANSAS CITY, LEAVENWORTH & ATCHISON, 


sa" WITHOUT CHANGE OF CARS! “@a 


Close Connections at KANSAS CITY with Missouri Valley, Missouri River, Ft. Scott & 
Gulf, and Kansas Pacific R’ys, for Weston, St. Joseph, Junction City, Fert Scott, 
Lawrence, Topeka, Sheridan, Denver, Fort Union, Santa Fe, and 


ALI. POINTS WEST! 


§2” At SEDALIA, WARRENSBURG and PLEASANT HILL, with Stage Lines for Warsaw, 
Quincy, Bolivar, § Sprinefteld, Clinton, Osceola, Lamar, Soauee. Granby, Neosho, Baxter Springs, Fort 
Gibson, Fort Smith, Van Buren, Fayetteville, Bentonville. 


PALACE SLEEPING CARS on all NIGHT TRAINS. 
Baggage Checked Through Free! 


THROUGH TICKETS for sale at all the Principal Railroad Offices in the United States and Cana- 
das. Be Sure and Get your Tickets over the PACIFIC R. BR. OF MISSOURI. 


W.B. HALE, THOS. McKISSOCK 
General 8u 


Gen, Pass. and "Ticket Agt. 
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Hours the Quickest, and Sixty-One Miles the Shortest Line ! 


— FROM — 


CHICAGO TO NEW YORK. 





Pittsburgh, Ft.Wayne & Chicago and Pennsylvania Central 


Is THE ONLY 


ROUTE 


RUNNING 


THREE DAILY LINES OF THROUGH DAY AND SLEEPING CARS, 


—- FROM CHICAGO TO — 


Harrisburg, Philadelphia and New York, 


we WITHOUT CHANGE ! eo 


WITH BUT ONE CHANGE TO 


BALTIMORE, PROVIDENCE, NEW HAVEN, 


HARTFORD, 


2" Trains Leave WEST SIDE UNION DEPOT, corner West Madison and Canal Streets, 2 as follows: 


























- : , « 
LEAVE: Mail. | Day Rxpress, | Pacific Bx | Might Bxp. \poproe 
OCHRIGAIID. 20s cccesescccecs ccecccotce -| S00A.M.| 4.45 P. 9.00 P. M. eR SSE 
| See Seenspraseged: 1125 “ js. 850 * 2.00 A. M. Sees =x 
FORT WAYN ‘ D.1.55 P. Mj 11.20 “ |p. 6.00 * a & Eis 
Fee | 3.53 132A.M.) 8.20 “ |Be* oee 
eee ete a 449 240“ 940 “ IS otee 
ORESTIAND...............0cc000ce- in. B. Jn.630 “ | 495 “ |p.19.05P. MJBCROSS 
it. % RRR eer ene ete: 30 700 4.53“ 12.34 * 85Se 
onnva EER REA 05 852 * 643 * 207 * Ss o7f 
ALLIANCE............ 10% “ |p. 8.40 * 3.55 ‘* ; 
ROCH ESTER 05 P. 12.35A.M.) 10.52 “ 6.02 * South’n Bxp. 
PITTSBURGH 350 2.10 “ |p.12.35 “ js. 7.40 5.30 A. M 
BLAIRSVILLE BRANCH............ 6.05 * 420 * 2.49 P. M. 9.54 * la. 
|. gC Ses 656 * 5.06 * 3.37 “* 10.42 “* 8.10 “* 
GN c00000 conciesecscenenbadvncg 7.58 608 “* 438 * i! ie 904 
le Seenreeppete: 290 “* B71 Ol 12.35 A. M.'8.10.05 “+ 
eR ccc cues ceccenbctotbed 10.21 “* 8.26 “* [oa iv ghee Dae 6 
SE Mine a ncdeccscsechoneeh tal 11.44 * 941 “ 823 “* | 2.59 *“ 12.25 P.M 
RIE 5 osicinnss s0s0secmvanve | 210A.M.|p12.10P.M.| 1045 “ | 520 “ ip. 2.50 
DE th dvcctates gnubecesetes 3.40 “ 135 “ 12.15A.M.; 642 “ 4.10 “ 
ee Es 6000 00 000000000s00058 5.00 “* 255 “ 140 “ jsp. 8.12 “ 5.35 “ 
ARRIVE: 
PRA EEA, ov cvccvcce covesecs 6.2 * 4m * 3.00 “* 9.30 650 “* 
NEW YORK, VIA PHILADELPHIA...... 1041 * 748 =“ 6.43 *“* 1.00P.M.) 1026 “ 
NEW Y ORK, VIA ALLENTOWN........ cot 30 S cence CRB © fo nnccccccccce if | eae 
AEE otis 0dseces ccs occccccelsccdbeehstocs 3.40 “* 220 “* 9.00 A.M.) 7.00 “* 
oe EE ae | pin cadbiiinace ani 6.20 “* 5.50 “* 1.00P.M.) 1000 “* 
EOE Re 9.00 P.M.| 5.50 A. M SOS TT BRB be ccccccccces 











_| other 








SPRINGFIELD, WORCESTER AND BOSTON! 


THE DAY EXPRES Leaves Calenge daily, cpocmt Sunday ; has SILVER PALACE 
CARS from Chicago to New York, via Allentown, except Satur- 
day ; leaves Pittsburgh daily, — Sunday ; has SLEEPING CAR from Crestline to Altoona, except 
Saturday. This train reaches NEW YORK one and a half hours in advance of all 
ines, and in time to make close connection for BOSTON ! No other Route 
through New York makes it! Arrives in BALTIMORE Five Hours, and WASHINGTON Four 
Hours in Advance of Rival Houtes! 


__ THE PACIFIC EXPRESS v's‘ cnr snr Petey 
from Chi- 


Chicago; leaves Harrisburg for Baltimore daily, except Sunday; has SLEEPING GARS fro 
cago to to Pittsburgh, and from Altoona to Philadelphia. This train arrives in NEW YORK One Mour, 
MORE Nine Hours, and WASHINGTON Seven Hours, in Advance of all other 


Lines! 
THE NIGHT EXPRESS Leaves Chic ago daily, except : Saturday and Sunday ; boawes 
yey = dail ly, except Sunday; leaves Harrisbur; 
imore daily; has SILVER PALACE CARS on Tuesday, Wednesday and Friday; COMPA 
CAR on Monday and Thureday from Chicago to Philade iphia and New York; has SLEEPING — 
from Chicago to Crestline, and from Pittsburgh to New York, Philadelphia and Baltimore, This train 





- | reaches NEW YORK One Hour, and BALTIMORE Three Hours in Advance of compet. 


ing Routes! 
E MAl Leaves Chicago daily, except Sunday, stopping at all Stations, and poeshing 
Crestline the same evening [where passengers can transfer to Day ceepind 
PIN 


leaves C HE M Express, yh next morning, and leaves Pittsburgh daily, except Sunday, 
THE SOUTHERN EXPRESS siiyis’iceRoeouite'ss saieys. mows 





CARS from Pittsburgh to hiladelphia. 
SIL. v ER PALACE CARS to Phila elphia and New 
York; leaves Harrisburg for Baltimore daily, except Sunday. 


BOSTON AND NEW ENCLAND PASSENCERS will find this ‘Route especially Desirable, as it Cives them an 
opportunity of Seeing the FINEST VIEWS AMONC THE ALLECHANY MOUNTAINS, 


Besides Visiting PITTSBURGH, PHILADELPHIA and NEW YORK, without extra cost! 
All New Eingland Passengers holding Through Tickets, will be Transferred, with their Baggage, to Rail and Boat Connections in 


NEW YORK, WITHOUT 


CHARGE. 


Close Connections Made at Lima for all Points on the Dayton & Mich. and Cin., Hamilton & Dayton R’ys, 


And at CRESTLINE, for CLEVELAND, ERIE, DUNKIRK, BUFFALO, NIAGARA FALLS, and all Points reached via Lake Shore R.R. 





THROUGH TICKETS FOR SALE AT THE COMPANY’S OFFICES, N.W.COR. RANDOLPH & LASALLE ST., 


65 and 52 Clark St., Cor. Randolph and Wells St., (under the Briggs House,) and at Depot, Chicago ; 


F, R. MYERS, Gen. Pass. and Ticket Agt, P, & F. W. R’y, Chicago. 


aleo at Principal Ticket Offices in the West. 


W. C0, CLELAND, Gen. Western Pass, Agt, P. Ft.W. & 0. R’y, Chicago. 


T. L, KIMBALL, Gen. Western Pass, Agent, Penn. Central R. R., Chicago. 








NEW YORK AND BOSTON 


— VIA —— 


ALLENTOWN LINE. 


w THE ONLY LINE “6a 


Running Through Silver Palace Cars on Morning Trains from Chicago, 


Via PITTS., FT. WAYNE & CHICAGO R’Y & ALLENTOWN LINE. 


TWO EXPRESS TRAINS LEAVE CHICAGO VIA ALLENTOWN LINE, 


On the Arrival of Trains from the West and South, as follows: 


$:00 A.M. 9:00 P.M. 


Sat. & Sun. Excepted. Sat. & Sun. Excepted. 


PASSENGERS SHOULD SEE THAT THEIR TICKETS ARE VIA 
ALLENTOWN, and SAVE 60 to 100 MILES TRAVEL! 


THE SHORTEST LINE TO NEW YORK! 


BAGGAGE CHECKED THROUGH! 











FOR TICKETS and Information, ly at the Office, 52 Clark Street, under the Sherman House. 
SLEEPING CAR APARTMENTS and Time Tables furnished. 
ROB’T EMMETT, H. P. BALDWIN, 
Western Pass. 62 Clark 8t., General Pass. t, @ Liberty 8t., 
oetern CHICAGO. NEW TORE. 


Broad Gauge! Double Track ! 
ERIE RAILWAY. 


BE=zPREss TRAINS DAILY! 
From Cleveland, Dunkirk and Buffalo, 625 Miles, to New York, WITHOUT CHANGE of Coaches! 


denen ¢ Trains of this Railway are ron in DIRECT CONNECTION WITH ALL WESTERN AND 
SOUTHERN LINES, for 


Elmira, Williamsport, Oswego, Great Bend, Scranton, Newburghi 


NEW YORK, ALBANY, BOSTON, PROVIDENCE, 


AND PRINCIPAL NEW ENGLAND CITIES. 


New and Improved DRAWING ROOM COACHES are attached te the DAY EXPRESS 
Running THROUGH TO NEW YORK. 


t# SLEEPING COACHES, Combining all Modern Improvements, 
Ty Ventilation and the peculiar srrampemonss for the comfort of Passengers incident to the 
AD te accompany all night trains to New York. 


co GERT ‘AIN | ts Trains on this Railway will, when necessary, wait from 
one to two Jt or Western tra 


All Trains of Saturday run directly Through to New York. 


t®” Ask for Tickets via Erie Railway, Which can be procured at 66 Clark Street, 
Chicago, and at all Principal Ticket offices inthe West and Southwest. 





L. D. RUCKER, A. J. DAY wM.R. BARR, 


Gen’! Superintendent, New York. | Western Passenger Agent, Chicago. | Gen'l Passenger Agent, New 
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LAKE SHO 


— AND- 


RE — 


MICHIGAN SOUTHERN R.W. 





| 
| 
| 


THE GREAT THROUGH LINE BETWEEN | 


CHICAGO, BUFFALO & NEW YORK, 


WITHOUT CHANGE! 


AND THE ONLY RAILWAY 


RUNNING PALACE COACHES THROUGH! 


— BETWEEN — 


CHICAGO & NEW YORK, via BUFFALO 
(= WITHOUT TRANSFER OF PASSENGERS ! “£3 


All Trains Stop at Twenty-Second Street to Take and Leave Passengers. 


Baggage Checked at that Station for all Points East. 
<4 
6:00 A, M. M AID TR Al N. 


Leaves 22d Street 6:15 A. M. Stops at all Stations. 


8:00 A, M. 


Leaves—Twenty-Second Street, 8:15 A.W. Arrives—Elkhart, 11:50 A. M. (Stops 20 minutes 
for Dinner); connects with Atr Line Mail Train, leaving Elkhart, 12:01 P. M., stopping at all 
Stations on Air Line Division between Elkhart and Toledo, connecting at Toledo with Special New 
York Express 5:10 P. M™K.3 arrives at Cleveland 9:20P.M.; Buffaio, 3:40 A. M.; New York, 
8:00 P. M.; Boston, 11:45 P. M. , 








EXPRESS TRAINS DAILY, [Sundays Excepted,} Leave 


Cuicaao from the New Depot, on Van Buren St., at the head of La Salle Street, as follows 


Arrives—Toledo, 4:40 P. M. 


SPECIAL NEW YORK EXPRESS 


VIA OLD ROAD. SUNDAYS EXCEPTED. 








This Train has PALACE SLEEPING COACH Attached, Running 


THROUGH TO ROCHESTER, WITHOUT CHANGE ! 


IN DIRECT CONNECTION WITH 


Wagner's Celebrated Drawing-Room Coaches on N.Y. Central R.R. 


4:45 P.M. ATLANTIC EXPRESS (Daily), 


VIA AIR LINE, 











Leave—Twenty-Second Street 5:00 P. MI.  Arrives—Laporte, 7:25 P. M. (Stops 20 minutes 
for Supper); arrives at Toledo, 2:30 A M.; Cleveland, 7:15 A. M. (20 minutes for Breakfast); arrives at 
Buffalo, 1:55 P. M.; Rochester, 5:10 P. M. (20 minutes for Supper); connects with Sleeping Coach 
running Through trom Rochester to Boston Without Change, making but One 
Change between Chicago and Boston. 














é | 
NEW AND ELEGANT SLEEPING COACH Attached to this Train, Running 
THROUGH from CHICAGO TO NEW YORK WITHOUT CHANGE! Arrives | 


at NEW YORK, 7:00 A. M. | 








9:0 P.M. NicetT EixPress 


VIA OLD ROAD, (DAILY EXCEPT SAT. & SUN.) 


Leaves—Twenty-Second Street, 9:12 P. M. Arrives—Toledo, 6:35 A. M. (20 minutes for 
Breakfast); arrives at Cleveland, 11:20 A. M.; Buffalo, 6:30 P.M.; New York, 1:00 P.M.; Boston, 
P.M 


KALAMAZOO DIVISION. 


Leave Chicago 8:00 A. 
Grand Rapids, 6:30 P. M. 


Leave Chicago 9:00 P. M. 
M.; Grand Rapids, 8:15 A. M. 





M. Arrive at Kalamazoo 3:15 P. M.; 


Arrive at Kalamazoo 4:40 A. 





| Tiving at Chenoa 3:35 A. M., El Paso 4:25 A. M., P 
| mell 9:25 A. M., Keokuk 12:05 P. M., Warsaw 12:40 P. M 





{@” There being no heavy grades to overcome, or mountains to cross, the road bed | 
and track being the smoothest and most perfect of any railway in the United States, this Company run | 
their trains at a high rate of speed with perfect safety. } 
| 
| 
. | 
{3 Travelers who wish to SAVE TIME and make SURE CONNECTIONS, | 
purchase Tickets via 


LAKE SHORE & MICHIGAN SOUTHERN R’Y; 


| 


THE ONLY LINE RUNNING THROUGH BETWEEN CHICAGO AND) 
NEW YORK | 


BUFFALO, WITHOUT TRANSFER, and in Direct Connection with 
CENTRAL RAILROAD and ERIE RAILWAY. 


General Ticket Office for Chicago, No. 56 Clark Street. 
CHAS. F. HATCH, 


General Superintendent, CLEVELAND, OHIO. 


F. E. MORSE, 


General Western Passenger Agent, Cuicaao. 





HYDE PARK TRAIN,... 





ILINOUS CENTRAL RALLROAD. 


PASSENGER TRAINS LEAVE CHICAGO FROM THE GREAT CENTRAL DEPOT, FOOT OF LAKE ST 


ST. LOUIS AND CHICAGO THROUGH LINE. 


8:30 ATL DAY__EXFRESS, Seige aeees 


BQE™ This Train Reaches St, Louis ONE HOUR & FIFTEEN MINUTES in Advance of any other Route! “gag 








9:30 P, M. FAST LINE. Saturdays Excepted, 


Arriving at ST. LOUIS at 10:30 A. 
AT ST. LOUIS, Direct Connections are Made FOR 


Jefferson City, Sedalia, Pleasant Hill, Macon, Kansas City, 


LEAVENWORTH, ST. JOSEPH & ATCHISON, 


— Connecting at KANSAS CITY for— 
LAWRENCE, TOPEKA, JUNCTION CITY, SALINA, SHERIDAN, &c. 


CAIRO, MEMPHIS AND NEW ORLEANS LINE. 


Ne : 30 A, MN. CAI RO | M AIL, | Sundays Excepted. | 9:40 


A. M., Vicksburg 9:30 A. M., New Orleans 11:10 A. M. 


Q- 0 M CAIRO EXPRESS, Except Saturdays, 
B. oar New Gattean Sa Areiving at Cairo 3:15 P.M., Memphis 2:30 A. M., Vicksburg 


4:50P.M. CHAMPAIGN PASSENGER, 


Arriving at Champaign at 11:00 P. M. 








THIS IS THE ONLY DIRECT ROUTE TO 


Humboldt, Corinth, Grand Junction, Little Rock, Selma, Canton, 
Grenada, Columbus, Meridian, Enterprise, 


MEMPHIS, VICKSBURG, NEW ORLEANS & MOBILE. 


At NEW ORLEANS, connections are made for 


GALVESTON, INDIANOLA, 
And all Parts of Texas. 


&® NOTICE. This Route is from 100 to 150 MILES SHORTER, and from 
12 to 24 HOURS Q.UICKER than any other. 








THIS IS ALSO THE ONLY DIRECT ROUTE TO 


DECATUR, TERRE HAUTE, VINCENNES & RVANSVILLE. 


Peoria and Keokuk Line. 
8:30 4, M, KEOKUK PASSENGER, Sun, Ex, 


P. M., Canton 7:14 P. M., Bushnell 8:59 P. M., Keokuk 11:26 P. M., Warsaw 12:05 A. M. 


9:30 P, M KEOKUK PASSENGER 


8 On Saturdays, this Train will leave at 4:50 P.M. Ar- 
eoria 6:05 A. M., Canton 7:36 A. M., Bush- 








THIS IS THE DIRECT ROUTE TO 


PRORIA, CANTON, KEOKUK, CHATSWORTH, FAIRBURY, 


CHENOA, EL PASO, BUSHNELL, HAMILTON, & WARSAW. 


Connecting at PEORIA for 


PEKIN, HAVANA, BATH AND VIRGINIA. 


— CONNECTING AT KEOKUK FOR— 


Ottumwa, Eddyville, Oskaloosa, Pella, Monroe, Des Moines, 


Elegant Drawing Room Sleeping Cars 


ATTACHED TO ALL NIGHT TRAINS. 








tS SPACIOUS AND FINE SALOON 
Run upon all Trains. 


BAGGAGE CHECKED THROUGH TO ALL IMPORTANT POINTS. 


G~ For Through Tickets, Sleeping Car Berths, gage Checks, and informatio: at 
of the Company in the Great Central Depot, foot of rage St. . ¥: Se 


Hyde Park and Oakwoods Train, 


CARS, with all Modern Improvements, 


7-LEAVE.— -—ARRIVE.—\ 


j LEAVE... ARRIVE. 
Be Pee eae pots Ly ‘cn = - pe oes TRAIN,....*3:00 P.M. 5:15 P. M. 

+. 8:05 A. M. 9.13 A. M. f -ARK TRAIN, ....*6: . M. : . M. 
HYDE PARK TRAIN,, ..*12:10P.M. *1:40 P. M. min 7 eee > eee 


* Sundays Excepted. 


W. P. JOHNSON, Gen. Pass. Agent. M. HUGHITT, Gen. Supt. 
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1870. 


Great Central Etoute g 


1870. 





SPEED! COMHORT! 


SAREHTY ! 





MICHIGAN CENTRAL and GREAT WESTERN RAILWAYS ! 


The Great Central Route, via Niagara Falls, to 


NEW YORK AND 


NEW ENGLAND. 


Pullman’s Magnificent Palace Drawing-Room Cars, 


—— Pom 


CHICAGO TO NEW YORK CITY, WITHOUT CHANGE. 





va & PASSENGER TRAINS LEAVE CHICAGO, DAII:Y EXCEPT SUNDAY. 
(DEPOT, FOOT OF LAKE STREET,) as Follows: 


5:00 A. M. MAIL TRAIN. 


Stops at all Stations. 


Arrives DETROIT at 5:50 P, 


(SUNDAYS EXCEPTED.) 


8:00 A. 


UNDAYS EXCEPTED.) London 11:15, Hamilton 2:00 
BOSTON, i 50 P. M. ge This train connects at ROCHESTER (7:00 A. M.) with 


M.., Shae ahes NEW YORK & BOSTON EXP. 


an City 10:12, New Buffalo 10:30, Niles 11:25, Kalamazoo 1:00 P. M.; Battle Creek 1:45, Marshall 2:15, 
a. M3 Toronto 9:20, Suspension Bridge 3:25, *Rochester 6:50 A. M.; 


(Dinner), Jackson 3:40, Detroit 6:20, 
PM 


Albany, 4 NEW YORK, 7:30, 


Wwaener’s Magninicent Palace Draw ingse- Room Cars! 
ta" RUNNING THROUGH TO NEW YORK, WITHOUT CHANGE! J 


4: 45 ba he Oe eee como 


(DAILY .) Hamilton 11:50, Suspension Bridge 1:30 P. 


M.; Becton 5:10 P. 
A MAGNIFICENT DRAWING-ROOM SLEEPING G Oak is attached to this train daily, FIROM CHICAGO nO NEW WY ORE CITy. 


Kalamazoo, 10:25 P. M.; Jackson, 1:00 A. M.; Detroit 3:40, London, 8:35, [Break” 


; Albany, 1:50 A. M.; NEW YORK, 7:00 a. ML. 3; BOSTON, 11:00 A. Mm, 


The celebrated 


s@ Hotel Drawing-Room Car is also attached to this Train from Chicago to Rochester! “a 


(2 These, together with ELEGANT DAY CARS TO SUSPENSION BRIDGE, make this Train the faverite Train for all points East. 


SPECIAL NOTICE.—Boston and New England Passengers will please notice that this Train now makes direct connec- 
tion through. A SLEEPING CAR is attached at Rochester at 5.30 P. M., running through to Springfield, Mass., thus avoiding 
transfer at Albany. Breakfast at Springfield. This Train reaches Springfield early enough second morning to Connect with all 


Trains up and down the Connecticut. 


9:00 P. 


(SAT. & SUN. EXCEPTED). don, 1:45 P. 
Albany, 6:30 A. M.; NEW YORK, 12:45 P. M.3 BOSTON, 3:40 P.M, 


M., NIGHT EXPRESS. 


11:15 P. M.; Niles, 12:45 A. M.; Kalamazoo, 2:25; 
M.; Hamilton, 4:35; Toronto, 9:35 ; Niagara Falls, 6:15 ; Buitalo, 7:15 P. M.; * Rochester, %:10; Syracuse, 12:25 A. M.; Rome, 1:55; Utica, 2:25 ; 


Marshall, 3:45; Jackson, 5:10; Grand Trunk Junction, 8:05; Detroit, 8:20; Lon- 


PULLMAN’S PALACE SLEEPING CARS ARE ATTACHED TO THIS TRAIN FROM CHICAGO To DETROIT, 


And from Suspension Bridge to New York. 


WE INVITE THE ATTENTION OF THE TRAVELER to the SPLENDID EQUIPMENTS of this FIRST-CLASS LINE T0 THE EAST ! 


t@” FOR THROUGH TICKETS, and any and all information, Sleeping Car accommodations, &c., apply at General Office in Tremont House Block, at office in 
Great Central Depot; also at No. 60 Clark street, under Sherman House ; at Grand Trunk Railway Office, 48 Clark street, or at New York Central Railroad Office, No. 


53 Clark street, and at office under Briggs House. 


H. E, SARGENT, Gen. Supt. M.C. RB. RB. 


CHIGAGO, INDIANAPOLIS & LOUISVILLE 


THROUGH LINE! 


——VIA-— 


VIA MICHIGAN CENTRAL RATLROAD. 


THE ONLY ROUTE TO 


TO LOUISVILLE, WITHOUT CHANGE OF CARS, 


TWO EXPRESS TRAINS Leave Chicago Depot, Foot of Lake as Follows: 


MORNING EXPRESS. 
8: OO A, \) ener is LaFayette, 2:25 P. M.; Indianapolis, 6:00 P. M ; Louisville, 


(Excerpt SunpDaAyY.) 


e EXPRES 
4:00 r. Mair a aicugen coy exe F OPE" om ag 11:30 P. M. 


(Excerpt SaTuRrDAY.) Indianapolis, 2:15 A. M.; Louisville, 7: Nashville, 4.00 P. M. 


A GOOD SLEEPING CAR is Attached to this Train Every Night, 


And goes from Chicago to Louisville WITHOUT CHANGE! 








we SPECIAL oo WOTICE. a This Train stops at Michigan City for Sup- 

r, and waits at that mtral Atlantic Express East, leaving Chicago at 4:45 

Feazengess going South, mes wishing ot as much time in chi m. Michi. 

= Central Atlantic Express, and connect without fail at 
xpress. 


‘© as possible, can take the 4:45 
chigan City, with above Throug' ‘Louisville 


GE ACROSS THE OHIO 4t Louisville being completed, 


us transfer. 


FOR THROUGH TICKETS, via this line, apply at offices of connecting lines and at all 
ticket offices in Chicago. 


HENRY C. WENTWORTH, Cen. Pass. Agent. 


sone a: — yh ed At om —' 


W. K. MUIR, Gen. ot Gt. Western R. W. 





HENRY C, Went WORee, Gen, Fase. Agt. 


higan Central R. R. 


LOCAL CONNECTIONS: $ 


Mic 


Chicago & Michigan Lake Shore Railroad. 


Open from New Buffalo to St. Joseph, Mich. 
8:00 A. M. anp 4:00 P. M. Trains from Chicago Connect at New Buffalo. 


Kalamazoo, Allegan & Grand Rapids R. R. 


Open te Grand Rapids. 
Trains from Chicago Connect at Kalamazoo. 


Peninsular Railroad of Michigan. 


Open to Charlotte. 
Trains from Chicago Connect at Battle Creek. 








8:00 A. M. AND 9:00 P. M. 





8:00 A. M. anv 9:00 P. M. 





Jackson, Lansing & Saginaw Railroad. 


Open to Bay City, Mich. Passing through Lansing and Saginaw. 
8:00 A. M. anp 9:00 P. M. Trains from Chicago Connect at Jackso 


GRAND TRUNK RAILWAY. 


All Michigan Central Trains Connect at Grand Trunk Junction 
— FOR — 


SARNIA, TORONTO, MONTREAL, 


PORTLAND, BOSTON, BUFFALO, OGDENSBURG 


AND ALL POINTS EAST 


H. E. SARCENT, Ceneral Superintendent. 
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Orricse Gen’t Sup’r U. P. R. R. 
Omana, Neb., Dec. 16, 1869. 


Hon. T. M. AvERY, President National Watch Co., 
Chicago, Ill. 


Dear Sir—During the months that I have carried 
one of your B. W. Raymond Watches, it has not 
failed to keep the time with so much accuracy as to 
leave nothing to desire in this regard. 

For accuracy in time keeping, beauty of move- 
ment and finish, your watches challenge my ad- 
miration and arouse my pride as an American, and 
T am confident that in all respects they will compete 
successfully in the markets of the world with simi- 
jar manufactures of oldernations. They need only 
to be known to be appreciated. 

Yours, most respectfully, 
C. G@. Hammonp, Gen. Supt. 





Orrice or Gen’. Sur’t H. R. R. R. t 
New York, Jan. 17, 1870. 
M. Avery, Esq., President National Watch Co.. 
Dear Sir—The Watch made by your Company, 
witich I have carried the past two months, has kept 
excellent time. I have carried it frequently on en- 
gines. and have been on the road with it almost 


daily. During this time it has run uniformly with 
our standard clock. Truly yours, 
J. M. Toucey. 


tf” No Movements Retailed 
by the Company. 





MANUFACTURED BY 


THE NATIONAL WATCH 








Penn’a R. R. Co , GEN. Sur’r. OFFICE, | 
ALTOONA, Jan. 19, 1870. | 
T. M. Avery, Esq., President National Watch Co., | 
Chicago: | 
Dear Sir—This Company has purchased and put | 
in the hands of its engine-men, eighty “‘ Raymond | 
movements,”’ which have given excellent satisfac- | 
tion end proved to be very reliable time-keepers. | 
In addition to these, quite a number of Elgin 
Watches have been purchased by officers and 
employes of this Company, all of whom have been | 
well pleased with the efficiency and regularity of | 
the movements manufactured by the National | 
Watch Company. Respectfully, 
Epwarp H, WI.iaMs, 
General Superintendent. | 





AMERICAN MERCHANTS’ UNION Express Co. } 
Cuicaeo, Feb. 17, 1870. § | 

T. M. AvERY, Esq., President National Watch Co., | 
Chicago, DL: | 

Dear Sir—It gives me pleasure to state that the | 
two or three EHigin Watches I have at different | 
times purchased for presentation have given entire | 
satisfaction, and are highly valued as elegant and | 
correct time-keepers. 

A very large number of your Watches are being 
carried by the Messengeis in the employ of this | 
Company, and are giving entire eatisfaction, their 
time-keeping qualities being implicitly relied upon. 

Cuas. Farco. | 


MICHIGAN CENTRAL R. R._ Co 

Cuica@o, Jan. 15, 1870. f 
T. M. Avery, Esq., President National Watch Co.: 
Dear Sir—I have now bees carrying one of your 
Elgin Watches, of the B. W. Raymond pattern, for 
nearly five months, and it affords me much pleasure 
to testify in favor of its time-keeping qualities, in 
which, after this length of time, I have great confi- 
dence. It has from the first run very close to the 
standard time, the slight variation being uniform, 
and susceptible of correction by careful] regniation. 
My experience thus far justifies the opinion that it 

is a very safe and reliable time-keeper. 
Respectfully yours, H. E. SarcEnt. 





OFFICE OF THE GEN. Sur’r. C. & N. W. R’y, 
Cuicaao, Feb. 16, 1870. 


T. M. Avery, Esq., President National Watch Co.: 


Dear Sir—I have pleasure in expressing my 
opinion of the Elgin Watches, the more so since 
Ido not think there is a better watch made. A 
large number of them are in use by our conductors 
and enginemen. and other employes, and I have 
beard no dissenting opinion upon their merits. 
They run with a smoothness and uniformity fully 
equal to any other watch I know of, and justify all 
your claims of excellence in manufacture and 
fitting of parts. Yours, truly, 


Gro. L. DunzaP, Gen’) Sup’t. 





COMP’Y. 


LAKE SHORE & MICHIGAN SeuTHERN R. R. 
Curcaeo, Jan. 27, 1870. 

T. M. Avery, Esq., President National Watch Co.: 

Dear Sir—I have carried the Elgin Watch long 
enongh to be able to pronounce it a first-rate time- 
keeper. I am making a very careful test of its 
performance and will soon give you the resnits. I 
think it will show that the est can produce 
Watches equal to to the manufacture of any part of 
the world. Yours, truly, 


E. B. PHitzrps, 
President L. 8. & M. 8. R, R, Co. 





Orrick Gren. Sur’r Erte Ran.war, } 
New York, Feb. 7, 1870. 
T. M. Avery, Esg., President National Watch Co., 
Chicago, Il.: 

Dear Sir—Having for about three months tested, 
in various ways, the meg pen ne nalities of 
one of your Elgin Watches, I most cheerfally award 
it the praise that it is due. For one month the 
Watch was carried by one of our Locomotive Engi- 
neers, and since by different persons, so-that its fall 
value as a time-keeper could be known under 
different modes of treatment. I will simply say 
that it has given perfect satisfaction, and in my 
opinion is as near perfection as I believe it possible 
a Watch can be made. 

Respectfully yours, L. H. Rucker, 


General Superintendent. 





+ Business Office and Salesroom of the National Watch Company, Nos. 159 and 161 Lake Street, Chicago. 








BLISS, TILLOTSON & C0, 


Manufacturers and Dealers in 


TELEGRAPH MACHINERY, 


— AND — 


SUPPLInsS 


Ot Every Description. 


247 South Water Street, 


CHICAGO, ILL. 
L, @, TILLOTSON & CO., N. ¥. | GH. BLISS, CHICAGO. 


HARRISBURC 


(AR MANUFACTURING C0., 


Harrisburg, Pennsylvania, 


MANUFACTURE 


Passenger, Mail, 
Baggage, Box, 
Gondola, Coal, 


AND ALL OTHER KINDS OF 


RAILROAD CARS! 


Railroad Car Wheels & Castings, 
Bridge & Rolling Mill Castings, 
Bridge Rods, Bolts, 


RAILROAD FORGINGS ! 


W. T. Hixprvp, Superintendent. 
Wii11aM CoLpEr, President. 


‘i F. E. Canda, 
BRIDGE BUILDER 


GENERAL CONTRACTOR. 
No. 28. Clark St., 
CHICAGO, - - ILLINOIS. 














NEWS DEALERS 


Should Address Orders for 


THE RAILROAD GAZETTE, 


— 


The Western News Company, 


CHICAGO. 


AMERICAN BUILDER, 


AND JOURNAL OF ART. 
CHICAGO. 


A Paper ror Everypopy. 


Every Architect, Builder and Mechanic 
Should have It. | 








Its pages contain the best and most original 
designs, fully illustrated; and adapted for general 
use. 

The original articles that ‘appear in each number | 


of THE BUILDER, together with its Original and | 
Beautiful Designs for | 


Cottages and Residences, 
make it worth many times its subscription price. 


dress 
CHAS. D. LAKEY, 
115 Madison St., Chicago. 


Tae ARTS. 


THE NEW MONTHLY, 





DEVOTED TO POPULAR SCIENCE. 
omnsnitemsinetatemmatinbis 
Profusely illustrated, containing excellent litho- 
he of prominent scientific men, is publish-d at | 
e very low price of 
ONE DOLLAR A YEAR! 


The list of its eminent contributors embraces | 
such men as Prof. Joy, Prof. Heinrich, Dr. N. 8. | 
Davis, Dr. E. Andrews, and others of world-wide | 
fame, who are a guarantee for the excellence of 
the journal. 

Address for the same 


J.M. HIRSH & CO., 
10 and 12 8. Wells St., Chicago. 





THE RAILROAD GAZETTE. 


A Journal of Transportation. 





Devoted to the Discussion of Subjects Connected with the Busi- 
ness Of Transportation, and the Dissemination 
of Railroad News. 





Illustrated Descriptions of Engineering Works and Railroad Machinery and Rolling Stock. 
Contributions from Practical Railroad Men, on the Business of Railroading. 





A Complete Record of Railroad News. 


NEW ORGANIZATIONS. ENGINEERING AND MECHANICS. 
TRAFFIC AND EARNINGS. 
LAKE AND RIVER NAVIGATION. 


RAILROAD MANUFACTURES. 


PROGRESS OF NEW ROADS. 
ELECTIONS AND APPOINTMENTS. 
RAILROAD LAW. 


The Cream of the American and European Technical Periodicals. 





An Impartial and Independent Journal, Valuable to Every Railroad Man. 





TERMS OF SUBSCRIPTION : 


Single copy, per ANNUM, ..................eeeeee $3.00 


t Seven copies, per annum, and one to the per- 
Four copies, per aNNum,.... ..........cecceees 11.00 


son who gets up the Club........ eovebigesesd $20.00 
Extra Coptss, ordered by the quantity, will be furnished at $5.00 per hundred. 
SrneiE Cortes, ten cents each. 


ADVERTISING RATEs will be made known on application. 
Address— A. N. KELLOGG, Publisher, 


101 Washington St., Chicago. 


